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THE PRESIDENT’S MESSAGE 


In his message to Congress this week, President 
Coolidge again recommended that the consolidation pro- 
visions of the transportation act be amended “to promote 
railroad consolidation with the view of increasing the 
efficiency of transportation and lessening its cost to the 
public.” This was a reiteration, in compact form, of 
views heretofore expressed by him in his messages. _ 

In stating that “consolidations can and should be 
made under the present law until it is changed,” the 
President apparently used the word “consolidation” in 
the popular and not the technical sense. There can be 
no consolidations in the technical sense under the exist- 
ing law until the Commission has prepared a plan for 
the grouping of the railroads into a limited number of 
systems. The Commission has not prepared such a plan 
and has repeatedly asked Congress to relieve it of the 


‘duty of doing so. Such “consolidations” as have been 


effected under existing federal law are those authorized 
by the Commission under paragraph 2, section 5, of 
the interstate commerce act, providing for acquisition 
of control of carriers. This situation is referred to by 
the Commission in its annual report to Congress this 
week. Commissioner Eastman, it may be pointed out, 
has dissented in a number of “acquisition” cases on the 
ground that consolidations in fact were being author- 
ized. The President expressed the hope that the Parker 
voluntary railroad consolidation bill, now pending on 
the House calendar, might be enacted at an early date. 

It is interesting to note, by the way, as pointed out 
in the report of the legislative committee of the National 
Industrial Traffic League at its recent meeting in New 
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York, that in the railroad consolidation bill now before 
Congress, the former declaration that it is the policy 
of Congress that railroads should be consolidated has 
been removed and that, if the bill becomes law, there 
will be nothing to justify any such representation. The 
bill would merely make it possible for the Commission 
to permit consolidations when the carriers propose them 
voluntarily and it finds them to be in the public interest 
—except that, in one place, it provides that, where a 
consolidation proposal is brought before it, the Com- 
mission shall give due consideration to the short and 
weak lines in the territory. 

Attention was directed by the President to recom- 
mendations of the Commission for changes in the inter- 
state commerce act and the desirability of action thereon 
was pointed out. It is to be hoped that Congress will 
take note of this part of the message. Year in and year 
out the Commission makes recommendations as to 
changes in the interstate commerce act and nothing is 
done by Congress. If the amendments are necessary, 
and in the case of the consolidation provisions of the 
act they are obviously so, Congress should do something 
about the recommendations. 

The President’s references to the merchant marine 
may be summed up as approving the merchant marine 
act of 1928 and the steps taken thereunder to bring 
about private ownership and operation of the merchant 
marine. He stated, however, that “it should be our 
policy to maintain necessary strategic lines under the 
government operation until they can be transferred to 
private capital.” 

A word was said by the President in support of 
the provisions of the Denison barge line act of 1928 
requiring establishment of joint rates and through routes 
by the railroads and the barge lines. After referring 
to the large amount of money that had been spent and 
would be spent on the improvement of waterways, the 
President said “our bargé lines are being operated under 
generous appropriations, and negotiations are develop- 
ing relative to the St. Lawrence waterway,” and “to 
secure the largest benefits from all these waterways joint 
rates must be established with the railroads, preferably 
by agreement, but otherwise as a result of congressional 
action.” It is to be regretted that he did not qualify 
his statement with respect to joint rates by a proviso 
to the effect that such action should be taken, if pos- 
sible, without making the railroads contribute to the 
support of the barge lines. 
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[ncreasing a Railroad’s 
Most Ve aluable Asset— 


The most valuable asset a railroad can have is not its 
trackage, its locomotives, its rolling stock, or its 
buildings—it is the good will of the public it serves. 


Old shippers know, and new shippers soon discover, 
that a spirit of personal helpfulness on the part of 
the employees of any railroad not only makes for 
more pleasant relations, but increases the efficiency 
of the service offered. 


The unusual progress of the G M & N—“The Road 
of Service”—shows that this organization is out- 
standing in its regard for the welfare of its patrons, 
R striving always to deserve and add to the good will 
of the public who entrust their lives and goods to it. 


E. L. Mountfort, Freight Traffic Manager. 
Mobile, Ala. 


Gulf, Mobile & Northern Railroad 
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BARGE LINE SAVINGS 

Accustomed as we are to the obfuscating reports 
fom official government sources with respect to the 
“profits” of the Inland Waterways Corporation, operating 
the government barge lines on the Mississippi and War- 
rior rivers, we are more than a little astonished by the 
mathematical gymnastics of Dwight F. Davis, Secretary 
of War, in his annual report, published last week, when 
he deals with this subject. He does not, indeed, indulge to 
any great extent in the time honored pastime of showing 
in detail how the Inland Waterways Corporation is being 
operated at a “profit,” though he remarks, in passing, 
that the corporation has become self-sustaining, the 
deficit of over nine hundred thousand dollars incurred in 
1923 having been transformed into a surplus that, in the 
first seven months of 1928, exceeded operating expenses 
by something over $129,000, after making a deduction of 
about $265,000 for depreciation, without explaining that 
this depreciation is the only overhead charge set up and 
that, if other overhead charges that private business 
would have to meet were set up, there would be no 
such showing of surplus, thus continuing, to that extent, 
the obfuscation we have spoken of in the mind of the 
man who is induced to look on this enterprise as profit- 
able, from a business point of view. All that has been 
done by others. By Secretary Davis is assumed the task 
of making a financial showing far surpassing in brilliant 
imagination all that has gone before. 

Secretary Davis finds that, in the period of four 
years and two months, from June 1, 1924, to July 31, 
1928, the actual saving to the public from cheaper freight 
rates afforded by the operations of the Inland Water- 
ways Corporation was approximately $7,825,000, this 
being the difference between the charges paid on freight 
that moved via the barge line and the charges that would 
have been paid had the same freight moved by rail. We 
do not know whether or not the figures are accurate, but 
we accept them. Now for the gymnastical arithmetic. 

“But these savings,” says Secretary Davis, “are in 
no degree representative of the millions of dollars saved 
to the public by the reduced sale price at which it has 
been enabled to purchase the commodities or the manu- 
factured articles produced from the raw material carried 
by the barge line. Nor do they in any way convey an 
accurate idea of the millions of dollars in profits which 
have accrued to the farmer and others who have received 
an increased price for their products in a direct ratio 
to the savings made possible to the middleman by this 
cheap transportation.” Thus, Mr. Davis not only saves 
over seven million dollars in the price of transportation, 
but, by some process known only to himself, he multi- 
plies that saving and distributes it among the farmers 
and others of the public he is serving. How does he do 
it? He does not explain. 

To us it appears that money saved is money saved 
and profit made is profit made, but we know of no 
method of multiplying it. Somebody gets it and either 
keeps it or passes it on. But he cannot pass on or dis- 
tribute more than he gets by any process with which 
we are familiar. Take wheat, for instance. If the farmer 
saved a million dollars in freight rates in a given period 
(the million being the lower cost of water transportation 
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as compared with what it would have cost him to trans- 
port his wheat by rail), then it was not passed on to 
the man who deals in flour, or the man who deals in 
bread, or the consumer.who eats the bread. If it was 
passed on, in whole or in part, to any of these, then the 
farmer did not save the million. If the International 
Harvester Company, for instance, saved a million dollars 
by the same method in the cost of transporting its raw 
material, then it did not pass it on to the dealer in farm 
machinery, or, if the latter saved it, then he did not pass 
it on to the farmer who uses the machinery. In so far 
as it was passed on, the Harvester Company did not 
profit by it. In other words, if there was a saving of 
$7,825,000 in freight rates, due to the operation of the 
barge lines, the saving ended with that amount. The 
original producer may have received it, or the middle- 
man may have received it, or the ultimate consumer may 
have benefited by it, or it may have been distributed 
among them, but it could not have been increased or 
multiplied among them. If it could, our logic is at fault 
and we should be glad to have our error pointed out. 
It would seem that, though Mr. Davis may be a very 
good Secretary of War, he ought to let figures and eco-’ 
nomics alone. 

Now as to the actual saving of $7,825,000. In the 
first place, it is small enough, in all conscience, consider- 
ing the length of the period, the huge size of the total 
freight bill of the country, the magnitude of the organi- 
zation set up to handle the barge line, and the amount 
of money spent on it. We do not wonder that Mr. Davis 
sought some means of making the showing more im- 
pressive. 

In the second place, even all of this saving cannot 
be placed on the credit side of the ledger, considering 
the operation as a whole, for, even under the govern- 
ment’s own method of keeping accounts, the barge line 
has not always been operated at a “profit” since its start 
or during the period dealt with in the Davis report. The 
deficit in operation for this period must be set against 
the saving, for what the shippers saved the taxpayers 
paid, to this extent. 

The statement as to “actual savings” of $7,825,000 
is limited to the period beginning June 1, 1924, when the 
Inland Waterways Corporation came into existence as 
the result of passage by Congress of the Inland Water- 
ways Corporation act. The government barge services 
were established by the Railroad Administration in 1918 
and transferred to the War Department when the rail- 
roads were returned to their owners in 1920. Until 
June, 1924, the barge service, under the War Depart- 
ment, was operated by the Inland and Coastwise Water- 
ways Service. 

The last annual report of the Inland Waterways Cor- 
poration, for the calendar year 1927, shows that, for the 
years 1924 to 1927, inclusive, the “operating income” of 
the Mississippi division, or the excess of income over 
outgo, totaled $2,037,119.44, exclusive of depreciation. 
The depreciation set up for that period was $1,113,476.40. 
With depreciation deducted from the “operating in- 
come,” the amount left is $923,643.04. The Warrior divi- 
sion operations in the same period, however, resulted in 
a deficit in “operating income,” excluding depreciation, 
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of $881,923.67. The depreciation set up for the Warrior 
division for the period in question amounted to $319,- 
425.52. Adding the depreciation, the result of operation 
of this branch of the service was $1,201,349.19 in the 
“red.” The net result of operations of both divisions, 
taking depreciation into the account, was’ a deficit of 
$277,706.15. Mr. Davis says that, in the first seven 
months of 1928, there was a surplus of $129,398.10, after 
making deduction of $264,701.34 for depreciation. Sub- 
tracting this $129,398.10 from the deficit of $277,706.15, 
there is still a deficit of $148,308.05 for the period 1924 
to 1927, inclusive, plus the seven months of 1928. 

Thus, while the “actual savings” to shippers using 
the barge lines were being effected, the barge lines were 
being operated at a loss, and the taxpaying public made 
the operations possible. 

In his testimony before the House committee on 
interstate and foreign commerce last April on the Deni- 
son barge line expansion bill, which, among other things, 
provides for an increase in capitalization of the barge 
corporation of $10,000,000, the bill having been passed, 
Major General Ashburn, executive officer of the corpora- 
tion, said the average annual loss up to the reorganiza- 
tion of the barge line agency in 1924 was $973,305. Tak- 
ing that average loss and applying it to the five-year 
period, 1918-1923, the total loss, in round numbers, was 
$4,865,000. 

In the third place, this accounting of profits and 
deficits takes no consideration whatever of the cost of 
developing and maintaining the waterways concerned. 
The only charge considered is the cost of operation. 
Nothing is said or reckoned as to the expenditure of 
approximately twenty million dollars from the federal 
treasury on the government barge lines, nor is anything 
said about the many millions spent to make navigable 
the rivers on which the barges operate. Those who 
actually shipped goods on the barge lines in the period 
under discussion, of course, paid lower freight charges 
for the service than if they had shipped by rail. But 
even they, directly or indirectly, paid some part of the 
expense of making the rivers navigable and of putting 
the» barges on the rivers. 

If interest on the approximately twenty million dol- 
lars that has been taken from the federal treasury for 
the barge lines were figured only at the rate of 3 per 
cent, it would amount to $600,000 a year. The invest- 
ment, of course, has not stood at one figure throughout 
the life of the barge service, but it has stood at around 
twenty million dollars for several years. If the matter 
were approached from the viewpoint of private owner- 
ship and operation, and such expenses as taxes and other 
items, including the cost of capital, were taken into con- 
sideration, the figures on the wrong side of the ledger, 
of course, would be considerably greater. It is entirely 
fair and proper to view the matter from that point be- 
cause the barge line operations are supposed to be car- 
ried on to show that private capital can successfully 
operate barges. 

Part of the original investment in the barge line 
enterprise has been written off as a “war-time” loss. Mr. 
Davis says, for example, that the net worth of the cor- 
poration, exclusive of good will, is $16,972,316.32. If 3 
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per cent interest annually were figured on that amount 
the total would be $509,169.48. In the first nine months 
of 1928, 6.30 cents out of every dollar of revenye of 
Class I railroads was absorbed by taxes, according ty 
the recent report of the Bureau of Railway Economic 
It can not be stated, of course, what a privately owned 
and operated barge company, with the same assets ang 
same property that the Inland Waterways Corporation 
has, would pay in taxes. The report of Mr. Davis show 
that the revenues of the corporation for the period Jany. 
ary 1 to July 31, 1928, amounted to $3,717,205.15, }; 
only 3 cents, or less than half of that paid by the raj. 
roads in taxes, for each dollar of revenue, were paid by 
the barge line, the total, in round numbers, would fy 
$111,000, for seven months. 

It is inconceivable that the cost of the “actual say. 
ings” in freight rates by reason of the operation of the 
barge lines can be overlooked in the light of the facts 
with respect to the financial aspects of the government 
barge line operations. The fact is that these “actual 
savings” are the result of a subsidized enterprise and 
that the public as a whole is paying the subsidy. 

The costs to which’ reference has been made, of 
course, do not include the cost of developing and main- 
taining the Mississippi and Warrior Rivers to the end 
that they may be navigable. In his annual report Mr. 
Davis points out that the total expenditures for the last 
four years on the Mississippi River amounted to $69- 
979,703.57, of which $8,580,671 comprised contributions, 
In other words, the expense to the government was more 
than $60,000,000. Some of this expenditure, of course, 
would have been undertaken had there been no govern- 
ment barge line, but by no means all of it. It is a job 
for statisticians to figure just how much of it is charge- 
able to the barge line, but a considerable portion of it 
must go to that account—indeed, all of the twenty mil- 
lions mentioned, as well as a portion of the development 
and maintenance expense. 

In the fourth place, the government barge line is 
purely and simply a venture by government into busi- 
ness in competition with private capital, néver justified 
except, perhaps, as a war necessity, now long passed, or, 
possibly, as a “demonstration” or “experiment,” though 
we do not think so. Even if it was justified as an experi- 
ment, the continued talk of “demonstrating” and 
“pioneering” is becoming a joke. How long is a proper 
pioneering experiment period? Is bureaucracy ever 
expected to let go, or are those who profit by this method 
of transportation ever expected to allow it to let go, if 
they can help it? And how does the “pioneering” talk 
accord with-the plan made possible “under recent legis- 
lation” for a national system of waterway transportation 
wherever waterways can participate in joint rates? 

There are other things in the report that might be 


dealt with. For instance, it is unfair to argue that, be- 
cause certain railroads with which the barge lines com- 
pete are showing an increase in business, their prosperity 
is due to the barge lines. Of course, nothing like that 
can be demonstrated. Their prosperity is rather in spite 
of the barge lines. And where are the railroads to “get 
off” when this national plan of waterway transportation 
(Continued on page 1288) 
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Current Topics 
in Washington 


Sargent Believes “Pigs Is Pigs.”—Attorney General Sargent 
and the railroad station agent who was puzzled as to the rates 
to apply on guinea pigs, until he hit on the conclusion that 
“pigs is pigs,” are brothers under the skin. The attorney- 
general, in his annual report, asks Congress to consolidate the 
jegal activities of the government under his supervision. That 
means, among other things, that the attorney-general, a purely 
political appointee, would have the direction of the attorneys 
upholding, in the courts, orders issued by the Commission, a 
pody that could not, if it desired, introduce much, if any, politics 
into its cases. It further means, especially to those who know 
the ways of both the Commission and the Department of Justice 
that, unless the attorney-general is himself exceedingly well 
versed in the law as practiced before the Commission or is 
willing to follow, without deviation, the recommendations of the 
Commission as to men to put in charge of Commission cases, 
the man assigned to that task would be merely a general 
practitioner of the law. When a general practitioner of the 
law appears before the Commission everybody knows the fact. 
A bull in a china shop is something one can respect but the 
general practitioner of law who appears before the Commission 
is entitled to sympathy. Attorney-General Sargent is a fine 
illustration of the accuracy of Commissioner Aitchison’s asser- 
tion, made to the state commissioners at New Orleans, that 
the unitary idea as to law persists. It is to be inferred that he 
believes any competent practitioner can be put in charge of 
Commission cases and help a court to a proper disposition of 
the matter in hand. Well, men who have had general practice 
of the law and also practice before the Commission know that 
is not the fact. Any conscientious general practitioner, placed 
in charge of Commission cases, or any other line of cases arising 
under the commerce clause of the Constitution, can learn his 
way about, in time. While he is learning, however, he is not 
helping the courts. Cases arising under the interstate com- 
merce law, the Federal Trade Commission law, the food and 
drugs act, and the meat inspection act require handling by 
specialists. Attorneys assigned to such cases by the attorney- 
general would. not be subject to much, if any, direction by the 
officials or ;administrative tribunals whose acts or ‘orders 
caused their creation. Their primary allegiance would be to the 
attorney-general. In other words, the administrative tribunals, 
as Clients with matters before the courts, would have to depend, 
for the defense of their acts or orders, on attorneys who would 
have the minimum of official respect, in so far as direction 
was concerned, for those whose interests they were represent- 
ing. All would be on the theory that it is desirable that all 
the views as to what the law on the subject is shall be accord- 
ing to the idea of the attorney-general. In other words, his 
thought seems to be that the United States is such a unit that 
it is shameful, when an attorney defending an order of the 
Commission, which is done in the name of the United States, 
actually or implicitly, expresses a view as to the meaning of the 
commerce clause of the Constitution contrary to the view held 
by an attorney attached to the staff of the attorney-general or 
a lawyer on the staff of the Shipping Board. Carrying that 
thought further, it may be suspected that the attorney-general 
thinks a court might be contaminated by hearing the disagree- 
ing views of government lawyers and its interests damaged 
thereby, just as if it were a private citizen interested in a 
particular controversy, desiring to win it and willing to win 
it if his adversary did not know all there was to be known 
on the subject so as properly to advise the court. The argu- 
ment, however, does not appeal to those who have been 
watching the work of the Commission for many years and also 
know something about the Department of Justice and the pol- 
itics sometimes played in it. It is true that Congress, in 1870,. 
thought there were reasons for unification. Almost immediately 
thereafter it found reasons for creating bureaus and depart- 
ments having charge of their own law work. Therefore, in 
effect, if repealed that legislation by enacting later and conflict- 
ing statutes. The effect of such statutes is to commit some 
particular work to a definitely named agency with power to 
appoint attorneys who will expound the law on the subject as 
the agency thinks it is and not in accordance with what the law 
is thought to be by an attorney not having any of the adminis- 
trative responsibilities. The method chosen by Congress for 
defending the work of the Commission, it is believed, gives 
better results than the one Attorney-General Sargent thinks 
should be used. 





Why Annual Reports?—Every day in the latter part of Nov- 
ember and the early part of December governmental agencies 
thrust on the public stodgy reports as to what they have been 
doing in the last year. Seventy-five per cent, if not more of the 
volume of such reports, it is believed, could be thrown into 
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the Waste basket before being sent to the printer, with benefit 
to the public. The President’s annual message is coming to be 
no more than an abridgement of them. It is becoming so much 
like the deadly annual reports that it no longer produces a 
thrill. Most important expressions by President Coolidge have 
been contained in his speeches. A presidential message of 
course, is classed as a state paper. Generally it is of no more 
vitality than a courtesy title of nobility. An annual message 
that contains a real discussion of a state question is rare. It 
is becoming of no more interest than a message from the 
throne, than which there is nothing more inane, and inten- 
tionally so. Annual reports to the stockholders of companies, 
as a rule, contain real information that is, information that has 
not, theretofore, been known to stockholders below the director 
class. But annual messages and reports for the printing of 
which Americans annually pay millions, this year’s crop sug- 
gests, are great husks surrounding small nubbins, almost with- 
out exception. 





Grade Crossing Elimination—The American Automobile 
Association thinks the campaign for the elimination of* grade 
crossings of highways and railroads has received a decided im- 
petus from the decision of the Commission not to require addi- 
tional installations of automatic train control devices at present. 
That organization thinks it has consistently fought for the 
elimination of grade crossings and viewed with alarm the 
ever-rising curve grade representing deaths at the inter- 
sections of railroads and highways. In a statement on the 
subject, inspired by the promulgation of the Commission’s 
decision, that organization points out that, in the five year 
period, 1928-7, 11,485 persons were killed’ and 32,998 were 
injured in 27,326 grade crossings accidents, while in the same 
period only 885 persons were killed and 8,971 were injured in 
derailments on the railroads and 579 were killed and 9,817 
were injured in rail collisions. The comparative seriousness 
of the situation, the automobile organization suggests, is shown 
by the fact that, while between 1920 and 1926 the railroads 
spent more than $92,000,000 to eliminate 3,624 grade crossings, 
casualties at grade crossings increased 32 per cent. The 
association’s statement carries with it a suggestion that the 
railroads did not save anything for their treasuries by getting 
themselves relieved from the expense of installing more auto- 
matic devices right away. On the contrary, it suggests that 
they invited an even more determined assault on their treasuries. 
That suggestion is carried in a paragraph to the effect that 
“the Association of Railway Executives has long seen the need 
for grade crossing elimination and may be expected to work 
hand in hand with state authorities, now that they have been 
relieved of a federal burden requiring the expenditure of 
millions of dollars annually.” In all the discussion caused by 
the Commission’s report, there has been no decided recognition 
of the fact that railroad earnings are not such as to warrant 
great expenditure for either form of safety devices. 





‘Maithus, Farm Relief, and Short Wave Lengths.—Poor, 
gloomy Malthus worried himself a lot about the coming of 
the time when the human race would not be able to balance 
the budget as between births and food supply. In view of the 
recent campaign, so much of which was devoted to the relief 
of farmers having much food to sell that nobody needed, and the 
situation in respect to short wave lengths for radio use, it is 
believed obvious that he made more than much ado about 
nothing. Instead of worrying about the food for coming genera- 
tions he should have had a prophetic eye to bend on the problem 
of enough short wave lengths for the use of the peoples of the 
earth. There is such a demand for the use of such Waves as 
divining rods for the finding of new pools of petroleum and 
communication with the out of the way places of the earth 
that, until some way is found to cut the waves into an in- 
finitely larger number than now exists, there are bound to be 
hard feelings about the matter all over the earth. Canada and 
the United States are in what the diplomats call an impasse 
on the subject of all sorts of wave lengths. Some time ago the 
radio authorities of the two countries thought they should have 
a.conference with a view to dividing the earth, or so much of 
it as they could control, for the use of the citizens of each. 
But Canada, according to the Federal Radio Commission, has 
suggested, as a basis for negotiations, that the United States 
admit in advance that Canadians were entitled to one half of 
the wave lengths that might be captured. The United States is 
not prepared to admit that—hence the impasse. The United 
States idea was that the parcelling should be done more nearly 
on the basis of population than on the basis of square miles 
of area. The American authorities suggest that impasse as an 
additional embarassment to them in the division of short 
(divining rod) wave lengths, none of which, up to date, have 
they been willing to assign for the finding of petroleum in which 
Canada, it might be suggested, has as great an interest, in 
proportion to population, as the United States. 





If Andrew Jackson Were President.—Were Andrew Jackson 
or Theodore Roosevelt in the White House, presidential thunder 
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would be rolling out, toward Representative Britten, of Illinois, 
because of his letter to Premier Baldwin. At least, that seems 
a reasonable assumption, in view of the fact that, about ninety- 
five years ago, Jackson was threatening to hang the governor 
of South Carolina. Twenty odd years ago Roosevelt was having 
secret service men shadow members of Congess. When they 
heard of the fact they roared. Theodore roared back at them. 
Neither the governor nor the members of Congress had violated 
any law. The governor merely suggested or advocated nulli- 
fication of a tariff law. Rossevelt merely hoped to “get some- 
thing on” the members of the legislative branch of the govern- 
ment. But Britten, seemingly, has gone out on a limb, against 
the terms of a statute forbidding a citizen to hold communica- 
tion with a foreign government on any subject in which his 
country has an interest, in a diplomatic or state department 
sense. The Constitution plainly gives the President charge of 
the initiation of treaties or any other form of agreement with 
foreign governments. Britten, in his letter to Premier Baldwin, 
suggested that, perhaps, members of the legislative bodies of the 
two countries, meeting in Canada, might be able to figure out 
a scheme of naval construction agreement, a thing the diplomats 
(that is, the President and his assistants in the state depart- 
ment), had not been able to do. Baldwin, in one of his 
speeches in Parliament, seemingly invited such a letter as 
Britten sent him by suggesting that, perhaps, in a personal 
interview, the law-makers could accomplish something. That 
meant that the representatives of the king and the President 
had not achieved it. Of course, if that was the premier’s idea, 
it might be held that he was appealing from Coolidge to the 
American people, represented by such of their directly elected 
representatives as might intercept the mssage. Such appealing 
over the heads of government to the people directly was not 
unknown ten years ago when the preliminaries of the peace 
conference were in the making and Woodrow Wilson found 
himself almost isolated both at home and abroad.—A. E. H. 


BARGE LINE SAVINGS 
(Continued from page 1286) 
is accomplished? Will not this water-borne traffic be 
taken from them? How is it to be demonstrated that 
there will be other traffic to take its place? Thus, the 
railroads are taxed and lose business to support a gov- 
ernment competitor, and shippers who cannot use the 
waterways add to their higher taxes increased rail 
charges so that the railroads may continue to exist. 


Though Secretary Davis’s remarks are subject to 
criticism, it is indicated by the omission in his report 
of the word “profit” that he has made some progress 
toward keeping within the facts when telling the public 
of what the barge lines are going for it. The $129,398 
referred to is not spoken of as a “profit” but as a “sur- 
plus” exceeding “operating expenses” and the corpora- 
tion is, said to be “self-sustaining.” In time, we may 
receive a report in which the financial results of operation 
of the barge lines will be stated in the light of all the 
financial phases of that operation, in accordance with 
sound accounting methods. 


For the reason that some who do not carefully 
analyze what we say may accuse us of being “pro rail- 
road” or, at least, unreasonably opposed to a cheap and 
more or less natural method of transportation, we restate 
our position. We realize that some of the waterways 
offer reasonable prospect as efficient agencies of trans- 
portation. We believe that, where there is a demon- 
strated, adequate traffic demand for the development of 
a waterway, the government should undertake the de- 
velopment with the money of the taxpayers, but only 
with the understanding that the transportation facility 
using the waterway must be established and operated 
by private capital with only such differentials under the 
rail rates as can be shown to be justified after a real 
investigation as to the actual cost of water transport 
compared with the cost of rail transport. Also, we 
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‘believe that the private agency thus using a waterway 
should pay the government for the privilege of using jt 
thus reimbursing the taxpayers to that extent for the 
cost of development and maintenance. And we are yp. 
alterably opposed to the government in business. Bysgj. 
ness men, economists, railroads, shippers, and everybody 
else, from President-elect Hoover down, agree with ys 
in that respect—only those who profit from this par. 
ticular venture or favor it out of political considerations 
forget the principle. 


RAILROAD REVENUE PROBLEMS 


(By Howard O. Rogers, Assistant Counsel, Pittsburgh Plate Glass 
Company, in Patton’s Monthly.) 

The present decline in passenger earnings is causing Ameri. 
can railroads grave concern. The Chicago Journal of Com. 
merce says that in 1927 the railroad passenger business in this 
country as a whole accounted for about 16 per cent of the tota] 
railroad revenues, although this branch of the business spent 
somewhat more than 26 per cent of total operating expenses, 
Constantly increasing competition for passenger business ag 
between the railroads themselves has necessitated larger and 
larger expenditures for more luxurious equipment, added re. 
finements of travel, faster and more frequent trains and better 
service generally. Yet there has been no proportionate increase 
in charges for these services. In fact, rates have, if anything, 
declined and wages have increased. To this sharp competition 
within the railroad industry itself there is now added that of 
the motor bus, with its ever-increasing numbers and expanding 
radius of operation. This new form of competition, however, 
is not confined to the carrying of passengers. The “ship-by- 
truck” movement has diverted millions of tons of freight from 
the railroads in the short-haul end of the business and is now 
beginning to affect the longer haul tonnage. Motor competition 
seems particularly unfair to the railroads; first, because it is 
not subjected to public regulation in the matter of wages and 
service charges, such as hampers the railroads, and second, 
because it receives the benefit of public subsidy to the extent 
that motor coaches and trucks do not pay for the construction 
and maintenance of highways in proportion to what the use 
thereof on their part costs the public. 

Still another form of competition is being developed against 
the railroads in the form of inland waterway transportation. 
A vast system of river improvements has been projected and 
is being developed at huge public expense for the benefit of 
water transport. Furthermore, the government is getting into 
the transportation business, as it is already engaged in the own- 
ership and operation of a freight barge service on the Missis- 
sippi River and its tributaries. This diversion of tonnage by 
government-aided channels of transport has reduced, and will 
continue more and more to seriously reduce, the business of 
the railroads. 

There can be no question of the right of our publicly reg- 
ulated carriers to earn a fair return on their invested capital. 
In this connection the net return of the enormous railroad 
investment averaged only 3% per cent in 1921 and 1922. It 
jumped to 5 per cent in 1926, then declined to 4.29 per cent in 
1927. There will probably be a further decline this year. Since 
1923 the cost of railroad improvements in this country has 
aggregated about four billion dollars. This new capital invest- 
ment has earned only about 1% per cent, and this is true in 
spite of the fact that enormous savings have been effected in 
the cost of operation by means of waste-saving devices, reduc- 
tion in fuel requirements, increase in engine efficiency, and 
operating economies generally. Furthermore, our railroad ser- 
vice is probably better now than it ever has been in the past. 

The public naturally has a vital interest in good railroad 
service. In fact, the carrier industry has always been one of 
our important barometers of business. The question is: How 
long can our railroads continue to render the efficient service 
the nation requires under present and prospective conditions 
facing them? The question, although not altogether new, is 
becoming more pointed as time goes on. 


EXPRESS ACQUISITION PLANS 


Attorneys for the railroads figuring on taking over the ex- 
press business now done for them by the American Railway 
Express Company had an informal conference, December 5, 
with the members of division 4 of the Commission with a view 
to determining, from what the commissioners said to them, the 
applications they will have to file when the managers of the move 
decide how the taking over shall be accomplished. There are 
two plans for that operation. One calls for acquisition of stock 
control and the other provides for purchase of the assets of the 
express company. If the plan has been agreed on it has not 
been made public. ; 
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APPLES, PEARS AND PEACHES 


The Commission, by division 3, in I. and S. No. 3057, apples 
from Idaho, Oregon and Washington to California, has found not 
justified schedules proposing changes, generally, increases, in 
the rates on apples from points in Oregon, Washington and 
Idaho to San Francisco and Los Angeles, Calif., and points tak- 
ing the same rates. It has ordered the cancellation of the rates 
and discontinued the proceeding. 

This report also covers No. 20300, California Fruit & Pro- 
duce Company et al. vs. Santa Fe et al. The Commission, by 
the same division, has dismissed that complaint finding not un- 
reasonable or otherwise unlawful the rates on apples, pears and 
peaches, carloads, from points in Oregon and Washington to 
San Diego, Calif. In the formal complaint case the prayer was 
for reasonable rates for the future and reparation on shipments 
made between September 13, 1925, and December 7, 1927. The 
rates were alleged to be unreasonable, unjustly discriminatory 
and unduly preferential, compared with rates to Los Angeles 
and the desire was for rates no higher than to Los Angeles. 

Attack was also made, in the formal case, upon the failure 
of the carriers to publish a rule covering “refrigerator cars fur- 
nished at variance with shipper’s order at carrier’s convenience.” 
Such a rule was in effect at one time and it was proposed to be 
reestablished by one of the schedules in the suspension pro- 
ceeding. The Commission, in its report in the complaint case, 
said the rule referred to should be re-established. 

Commissioner Aitchison agreed with his colleagues in the 

suspension proceeding but disagreed with them in the formal 
docket complaint. His conclusion, he said, was-that the assailed 
rates on apples were and are unreasonable at least to the extent 
they exceeded and now exceed the rates contmporaneously 
maintained to Los Angeles. He said that that conclusion was 
reached not necessarily because he believed San Diego should 
be grouped with Los Angeles but because the level of rates 
sought by the complainants for Los Angeles was so high that 
higher rates to San Diego were not warranted. He called at- 
tention to the fact that in Jacobs, Malcolm & Burtt vs. Great 
Northern, 89 I. C. C. 723, this same division, in 1924, composed 
then of Commissioners Hall, Campbell and Cox, ordered a rate 
of 79 cents from Chelan, Wash., one of the origin points here 
involved, to San Francisco; that the ton-mile revenue under that 
rate was 13.67 mills and that under the assailed rate of $1.175 
from Chelan to San Diego the ton-mile revenue for a haul nearly 
500 miles greater, was 14.36 mills. The carriers referred to the 
rate from Chelan to San Francisco as a depressed rate. 
Aitchison said that in view of the origin of that rate of 79 cents 
the contention that it was a depressed rate was without merit. 
His view was that the complainants should have been given the 
relief they sought with reference to apples. 


BALTIMORE WAREHOUSE CASE 


The Commission, by division 4, in No. 15445, McCormick 
Warehouse Company vs. Pennsylvania, on further hearing, has 
reversed the finding in the original report, 95 I. C. C. 301, that 
the practice of the defendant and two other carriers in employ- 
ing certain warehouse companies in Baltimore, Md., to perform 
terminal services in connection with the loading and unloading 
of carload package freight and refusing to employ the complain- 
ant to perform similar services, had not been shown to subject 
the complainant to unjust discrimination or undue prejudice. 
The dismissal of the complaint, in the original report, was 
based upon the conclusion that the warehouses were not ship- 
pers or receivers of freight but mere handlers of freight for the 
railroad companies. 


The finding now is that the Terminal Warehouse Company 
of Baltimore, the warehouse employed by the Pennsylvania, is 
the shipper and receiver of goods, although not their owner, and 
that therefore the practice of making allowances to that com- 
pany and not to the complainant is unjustly discriminatory and 
unduly prejudicial. 

“The discriminatory and preferential allowances,” says the 
repart, “should be canceled and the defendant should also cancel 
its tariff provisions which make the warehouses of the Terminal, 
other than its hay and flour warehouses for the delivery of hay, 
straw, and flour, a part of its station facilities, which tariff pro- 
visions, in our opinion, are nothing more than a device to at- 
tempt to lend legality to the payment of rebates to the Ter- 
minal.” 

The report, written by Commissioner Meyer, pointed out 
that in the amended complaint, from which all but the Pennsyl- 
vania and the Terminal Warehouse Company of Baltimore were 
eliminated, asserted that the Terminal was a shipper and that 
the Pennsylvania, in the form of allowances, refunded to the 
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Terminal part of the published rates and thereby collected from 
the Terminal a less compensation than it collected from the 
complainant for rendering like and contemporaneous transpor- 
tation services. 

The Terminal, according to the report, has been performing 
services for the Pennsylvania since 1893 or 1894 but only since 
July 1, 1918, have the tariffs provided that the Terminal’s 
warehouses would be included in the Pennsylvania’s station fa- 
cilities, indicating, the Commission said, that prior to July 1, 
1918, at least, it was not intended that the warehouses of the 
Terminal should be used by the general public as stations of. 
the Pennsylvania for the receipt and the delivery of goods. 

According to the report the Terminal is an active solicitor 
of freight for movement over the lines of the Pennsylvania and 
because of its allowances and consequent ability to name lower 
aggregate charges than other warehouses unquestionally con- 
trolled the routing of vast quantities of freight. The Commis- 
sion pointed out that all the dealings of the railroad were with 
the Terminal and none with the owner of the goods. 

“It is our view that the Terminal, even though not the 
owner of the goods, has been given dominion over such goods 
for transportation,” says the report, “and accordingly, for trans- 
portation purposes it should be deemed to be the consignor of 
shipments from and consignee of shipments to its warehouses. 
The same is true as to complainant, shipments to its ware- 
houses being handled in substantially the same manner.” 

The Commission said the Terminal warehouses were not 
used by the public generally, but only by the patrons of the Ter- 
minal receiving from it some services other than that of mere 
handling to and from cars, the services rendered in the ordinary 
freight station. 


FABRICATED TANK MATERIAL 


A finding of unreasonableness and an award of reparation 
have been made in No. 16482, Parkersburg Rig & Reel Company 
vs. M.-K.-T. et al., as to the rates on fabricated iron and steel 
tank material, K. D., rig irons, and hoop or band iron, carloads, 
between points in Oklahoma and Texas. The Commission, by 
division 1, made the following findings, other than that Rule V 
statements, should be filed: 


Upon the record in this case, and following Prairie Pipe Line Co. 
vs. A. W. Ry. Co., 132 I. C. C. 56, we find that the assailed rates 
on fabricated iron and steel tank material, knocked down, and hoop 
or band iron, in carloads, were and are unreasonable to the extent 
that they exceeded or exceed 35 and 38 per cent, for single and 
joint-line hauls, respectively, of the southwestern distance scale of 
first-class rates and differentials, wherever applicable, set forth in 
Appendix 18 to the report in the Consolidated Southwestern Cases, 
123 I. C. C. 203, subject to the method of computation therein set 
forth and to the commodity descriptions, minimum weights, and 
ratin contemporaneously in effect in the western classification 
based on distances computed as follows: In the case of unrouted 
shipments, and of shipments routed by the shipper over routes less 
than 15 per cent longer than the shortest existing route over which 
carload traffic could be moved without transfer of lading, use the 
shortest existing route (of which the originating carrier was the 
initial line) over which carload traffic could be moved without trans- 
fer of lading; and in the case of shipments routed by the shipper 
over routes which exceed by 15 per cent or more the shortest 
existing route over which carload traffic could be moved without 
transfer of lading, use the distance over the route designated by 
the shipper unless the distance over the route of movement is less, 
in which case use the latter. 

We further find that the assailed rates on rig irons, in carloads 
were and are unreasonable to the extent that they exceeded or exceed 
41 and 45 per cent, for single and joint-line hauls, respectively, of 
the Southwestern distance scale of first-class rates and differentials, 
wherever applicable set forth in Appendix 18 to the report in the 
Consolidated Southwestern Cases, supra, subject to the method of 
——. therein set forth and to the commodity description, 
minimum weights, and ratings contemporaneously in effect in the 
western classification, distances to be computed in accordance with 
the basis stated in the preceding paragraph. 


This report also embraces No. 17778, Same vs. Chicago, 
Rock Island & Pacific et al.; No. 16472, Same vs. Missouri-Kan- 
sas-Texas Railroad Co. of Texas et al., and No. 16523, Same vs. 
Texas & Pacific et al. 

Commissioner Taylor dissented for the reasons set forth in 
his dissent in the Prairie Pipe Line Cases. 


OIL INCREASES ALLOWED 


The Commission, by division 3, in I. and S. No. 3167, petro- 
leum and petroleum products from Oklahoma producing points 
to El Paso, Tex., has found justified the proposed increases in 
rates on the commodities indicated from and to the origin and 
destination points mentioned, vacated its order of suspension and 
discontinued the proceeding. The increases, according to the 
report, will line up the rates in question so as to fit those re- 
cently made from refining points in Kansas and from Kansas 
City, Mo., to El Paso. Those increases were allowed to go into 
effect without protest, the report said. Typical increases are 
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from 58 to 65 cents from Ardmore and Tulsa, Okla., to El Paso. 
The 65-cent rate is now in effect from Coffeyville, Kan., and from 
Kansas City, Mo. The Commission said that for it to refuse 
to allow the proposed rates to become operative would be to 
split a large origin group and result in considerably lower rates 
from the Oklahoma part of the group than from the Kansas part 
of it. 


FUEL AND GAS OILS 

The Commission, by division 3, in No. 16442, Mason City 
Brick & Tile Co. vs. Santa Fe et al., has found unreasonable 
but not otherwise unlawful the rates on fuel and gas oils, from 
points in Arkansas, Kansas and Oklahoma to Clear Lake Junc- 
tion and Mason City, Ia., to the extent they exceeded 6 cents 
less than the rates on refined oils and awarded reparation to 
that basis. 


BUILDING BLOCK RATE 


With Commissioner McManamy dissenting, the Commission, 
by division 2, has dismissed No. 18677, Illinois Supply Co. vs. 
Southern et al., finding that the rate charged on shipments of 
building blocks, from Albion, IIl., to St. Louis, Mo., in 1925, was 
applicable and not unreasonable. Charges were collected at a 
rate of $1.45 per net ton applicable on brick in the uniform 
brick list. The carriers, however, refunded down to the com- 
mon brick rate of $1.15 on some of the shipments. The com- 
plainant contended it was entitled to the common brick rate 
because the blocks were that variety of inside or backing brick 
known as “dobies,” not fit for facing or outside use. The Com- 
mission directed the collection of the outstanding undercharges. 
Commissioner McManamy dissented, saying the finding that the 
“dobies” were building blocks and not entitled to the common 
brick rate rested solely on the fact that they were a trifle larger 
than common brick, for which the tariffs prescribed no dimen- 
sions. 


CHIPBOARD AND NEWSBOARD 


An order of dismissal has been made in No. 19159, Waverly 
Paper Board Co. vs. Boston & Maine et al., the Commission, 
by division 2, finding not unreasonable, unjustly discriminatory 
or unduly prejudicial the rate on chipboard and newsboard, in 
bundles, carloads, from Waverly, N. J., to Athol, Boston, Fitch- 
burg, Holyoke, Lowell and Worcester, Mass. 


HAT AND CAP RATINGS 


The Commission, by division 2, in No. 18611, National Asso- 
ciation of Hat Manufacturers, Inc., et al. vs. Alabama & Vicks- 
burg et al., has found not unreasonable, unjustly discriminatory 
or unduly prejudicial the ratings in official, southern and west- 
ern classifications on hats and caps, other than millinery, n. o. i. 
b. n., any quantity, in fibre boxes. It has found unreasonable 
the provision in the three classifications that inner containers, 
for shipments of hats and caps, shall meet the specifications for 
standard fibre shipping boxes, when the outer fibre containers 
used exceed 90 united inches in dimension. The carriers said 
they needed the protection of inner containers meeting the 
specification requirements when extra large outer containers were 
used. The complainants said that that provision practically pro- 
hibited the use of the larger outer containers. The Commission 
said that if the carriers needed more protection when the larger 
containers were used that should be accomplished by a strength- 
ening of the large containers and not by indirection by making 
it impractical to use the larger containers. No order was en- 
tered, because, the Commission said, the record afforded no 
basis how much, if any, the outer container should be reasonably 
strengthened, coincident with the cancellation of the restriction 
as to inner containers. 


GAS OIL RATES 


The Commission, by division 3, in No. 192937 Midland Chem- 
ical Labratories, Inc., vs. Santa Fe et al., has found unreasonable 
the rates on gas oil, from Wichita Falls, Tex., and points in 
Oklahoma, to Dubuque, Ia., and awarded reparation on shipments 
made between August 23, 1924, and March 15, 1926. It found 
the rates unreasonable to the extent they exceeded 28 cents from 
Muskogee, Blackwell and other points in Oklahoma and 30.5 
cents from Wichita Falls. Reparation only was sought. 


OIL WELL SUPPLIES 


The Commission, by division 5, in No. 20093, Simms Oil Co. 
vs. St. Louis-San Francisco et al., has found unreasonable the 
rates on oil well supplies from Lufkin, Tex., to Smackover, 
Ark., and from Norphilet, Ark., to Mexia, Tex., to the extent they 
exceeded 72 and 75 cents to Smackover and Mexia, respectively. 
It found that the rate on a carload of oil well supplies from 
Lufkin, Tex.,, to Morris, Okla., was inapplicable and that the 
applicable rate, 81 cents, was not unreasonable. It awarded 
reparation on the basis of the Prairie Pipe Line case, 146 I. C. C. 
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149. Commissioner Taylor dissented for the reason set forth 
in the Prairie case. 





WROUGHT PIPE REPARATION 


The Commission, by division 3, in No. 19269, Diamond Pipe 
& Supply Co., Inc., vs.. Santa Fe et al., has found unreasonable 
the rates on wrought iron pipe, from Oilton, Okla., to Holliday 
Tex., from Breckenridge, Tex., to Achille, Okla., and from 
Wichita Falls, Tex., to Duncan, Okla., to the extent they exceedeq 
35 per cent, for the single-line hauls, and 38 per cent, for joint. 
line hauls, of the first class rates and differentials prescribe in 
the Southwestern revision and awarded reparation in accordang, 
with the principle laid down in the Prairie Pipe Line case, Cop, 
missioner Taylor, as usual in such cases, dissenting. 


STEEL TANK MATERIAL 


Applying the Southwestern revision and the Prairie Pip. 
Line case, the Commission, by division 3, in No. 18293, Texas 
Pacific Coal & Oil Co. vs. Gulf, Colorado & Santa Fe et al., hag 
found unreasonable the rates on steel tank materials shippeg 
from Ranger and Marston, Tex., to Wynnewood, Byng and Bris. 
tow, Okla., and awarded reparation. It found the rates unreagop. 
able to the extent they exceeded, from Marston to Wynnewood, 
and from Ranger to Wynnewood, Byng and Bristow 44, 45, 51 and 
60 cents, respectively, on a 40,000 pound minimum. Commis. 
sioner Taylor dissented. 


GRAIN-PREPARED FEED TRANSIT 


The Commission, by division 3, in I. and S. No. 3123, grain 
and grain products between Kansas City, Mo., group points and 
Cc. B. & Q. stations in Nebraska, has found not justified pro. 
posed increased rates on grain, grain products, and commodities 
taking the same rates, from points on the line of the Burlington 
in Nebraska, Kansas, Wyoming, Colorado, Montana and South 
Dakota, prepared and milled in transit at Kansas City, 
and the products, namely, prepared feed, animal, poultry or 
pigeon, forwarded to destinations in Missouri on the Burlington, 
It has ordered the schedules canceled and the proceeding dis. 
continued. 

A desire to remove fourth section violations caused the 
Burlington to propose canceling transit on grain and products, 
which, when put into feed with non-transit articles at Kansas 
City, moved to Kidder, Hamilton, Nettleton, Breckenridge and 
Mooresville, Mo., on arbitraries based on the wheat and com 
rates. To stations between Kidder and the-other points named, 
transit is not permitted except on grain or its direct products. 
Thereby fourth section violations were brought about. The 
Burlington proposed to remove the violations by canéeling the 
transit mentioned, leaving the higher combinations to apply. 

The Commission said that the proposed change would create 
new fourth section violations. It said the record indicated that 
there were inconsistencies in the present rates and transit privi- 
leges in this territory and that the present adjustment should 
be revised. The present record, it said, was too meager to 
indicate what changes should be made. 


SANTA FE ABANDONMENT 


The Commission, by division 4, in Finance No. 6475, abandon- 
ment of portions of line by New Mexico Central and Atchison, 
Topeka & Santa Fe, in a supplemental report, has fixed the 
effective date of the order authorizing abandonment at 30 days 
after November 22. In authorizing abandonment the Commis- 
sion prescribed that the Santa Fe should tender to the South- 
ern Pacific an option to purchase the lines to be abandoned, 
between Torrance and Willard and between Santa Fe and Ken- 
nedy, in Santa Fe county, N. M., at their fair net salvage value. 
The Southern Pacific decided not to exercise the option tendered. 


CONNELLSVILLE EXTENSION 


The Commission, by division 4, in finance No. 7106, bonds 
of Pittsburgh & West Virginia, has authorized the carrier met- 
tioned to issue $3,000,000 of first mortgage 4.5 per cent gold 
bonds, series A, to be sold at not less than 94.5 per cent of par 
and accrued iriterest and the proceeds to be used in the con- 
struction of the so-called Connellsville extension from Cochran’s 
Mill to Connellsville, Pa.‘ The bonds have been provisionally 
sold to Brown Brothers & Co., the highest of seven bidders, 
who submitted tenders in anticipation of favorable action by 
the Commission on the carrier’s application. Their bid was 94.5. 

Authority was asked also to issue $7,000,000 of the first 
mortgage 4.5 per cent bonds. Inasmuch as no descriptive fea- 
tures had been furnished for, and no plans had been made for 
the immediate disposition of the $7,000,000, the applicant having 
merely proposed to issue them from time to time as the con- 
struction work progressed, the Commission said action on that 
part of the application would be deferred. 

This issue is to cover the first unit of the construction au- 
thorized June 12, in Proposed Construction by P. & W. Va., 138 
I. C. C. 755. The total cost of the extension was estimated at 
$12,800,000. 
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CONSTRUCTIVE STATIONS, ETC. 


The Commission, as Examiner Harry C. Ames reads the 
jaw, is without power, under the interstate commerce act, to 
require carriers that hold themselves out to serve Manhattan 
jsland, N. Y., to establish store-door delivery, inland stations, 
or to equip themselves with motor trucks, that is the principal 
law finding he has recommended that the Commission make 
in No. 19715, constructive and off-track railroad freight stations 
on Manhattan Island and I. and S. No. 3100, constructive stations 
and trucking in lieu of lighterage in New York City and vicinity. 
(See Traffic World, December 1). 
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f, Fe In a detailed report on the terminal questions in the New 
shij hes York City area brought to the surface by the formal docket 
nd ~ case Which was initiated by the Commission and in the sus- 
rea Bs: pension docket case caused by tariff filed by the carriers, Ames 
ne me recommended that the Commission condemn as unlawful the 

: Sia constructive station service and trucking in lieu of lighterage, 

Prt as practiced by the New York Central, Central of New Jersey 

a and the Baltimore & Ohio as violative of the interstate com- 
merce act. He said the Commission should find that those 
services could not be sanctioned because of their plain tendency 
to create violations of the second and third sections, and be- 

3, grain cause those services, as now operated, were not compatible with 

nts and the provisions of section 15a providing for efficient and ecoonom- 

ed _pro- ical service by railroads, 

10ditieg Ames recommended service through inland, or off-line or 

lington off-track stations with coordinated trucking, all looking toward 

South the abolition of the expensive water front or pier station and 
City, car float services and a working out of perhaps even more 
try or extensive service, perhaps even store door delivery. That is 
ington, his solution of the situation on Manhattan Island. 

1g dis. Constructive station service, established by the Erie in 
1921 and by other carriers later, either for competitive or ex- 

d the perimental reasons, and the trucking in lieu of lighterage estab- 

ducts, lished by the New York Central to match the constructive 

ansas station move of the Jersey shore or west side lines, Ames said, 

e and should be abolished because of their unlawful character. Truck- 

| corn ing in lieu of lighterage, he said, should be limited to interchange 

amed, between the railroads. 

ducts, The two cases joined together for report and disposition 

The purposes, Ames said, covered trucking services, so that, broadly 

g the speaking, the investigation took the trend of an inquiry into 

ipply. the conditions affecting generally the receipt and delivery of 

Teate freight at New York, with special reference to the necessity 

that for any trucking service as an auxiliary to rail transportation, 
privi- and, providing such necessity was shown, the method of meet- 
10uld ing it by means of lawful regulations and practices. 

r to Ames said that it might be, as forecast in the motor bus 
investigation, that the time would come when store-door delivery 
would be accepted by carriers and shippers as the logical 
solution of terminal problems. 

don- “But the change, under the present state of the law,” Ames 

son says, “will have to come with carrier cooperation and cannot 

the come with carrier opposition. On the compass of this record 
lays the subject must be dropped.” 

mis- At the expense of brevity, Examiner Ames said he went 

uth- into all the proposals of the carriers, including the proposal of 

ned, the respondents in I. and S. No. 3100 to discontinue constructive- 


en- station service and to limit trucking in lieu of lighterage to the 
lue. interchange of traffic between connecting railroad and steamship 
red, lines. Discontinuance of constructive-station service was strenu- 
ously opposed by the New York Port Authority which took the 
position that the time had come for co-ordination of truck and 
rail service; that truck service to and from union or universal 


= stations handling principally L. C. L. freight and direct store 
old door delivery on carload freight, was really a substitute for 
aa team-track service; that the present pier stations were totally 
a inadequate and antiquated; that they should be replaced not 
ie only from the point of service but to effect economy both to 
ve carriers and shippers; that the expensive waterfront of Man- 
y hattan should be released from railroad occupancy and made 
= available for steamship piers; and that relief of congestion on 
. the streets of New York demanded the consolidation of truck- 
st ing services rather than the present dissemination necessary 
“s for haulage to and from pier stations. 
or The Merchants Association of New York advocated the 
2g establishment of what it called true store door delivery under 
“ arrangements to be fixed by the Commission whereby a portion 
t of the cartage charge would be borne by the shippers and the 
deliveries confined to reasonable limits. 
I- Ames outlined the positions taken by the Brooklyn Cham- 
g ber of Commerce, the Chamber of Commerce of the Borough 


of Queens, Board of Commerce and Navigation of the State of 
New Jersey, Warehousemen’s Association of the Port of New 
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York, Publishers Association of New York City, Terminal Truck- 
men’s Conference of New York, the Brooklyn contract ter- 
minals, and Merchant Truckmen’s Bureau of New York, each 
dealing with the phase of the subject directly affecting its 
members. 

The examiner found his way beset right from the start of 
his work with dozens of law questions, each of which he dis- 
cussed at length, extending from the common law duty of a 
carrier to furnish a station or warehouse to those raised by the 
Los Angeles union passenger case, his general conclusion being 
as hereinbefore set forth that the Commission was without 
power to do any of the things suggested by those seeking to 
help the Commission. He said that, although all the carriers 
proposed to discontinue constructive stations for practical rea- 
sons upon which they agreed, they could not agree upon the 
law in relation to them. He called attention to what he said 
was a fact that the New York Central, through the Big Four, 
the Pennsylvania and the Baltimore & Ohio took opposite posi- 
tions in respect of the terminal questions at St. Louis and New 
York, both being before the Commission at this time. 

“At St. Louis, some of the very carriers which desire to 
restrict the service at New York, are active supporters of a 
plan similar to that which the New York shippers seek to have 
installed,” says Ames. “Thus we have the anomalous situation 
of three great railroad systems upholding and condemning 
similar services at opposite ends of their lines.” 

Speaking of the New York Central’s establishment of con- 
structive-lighterage or lighterage in lieu of trucking, the exam- 
iner said it was done to meet the competitive situation created 
when the railroads without main track rails on the island ex- 
tended their service to that island by the constructive-station 
system. He said when the extent of the delivery by lighterage 
system in the metropolitan area was considered it became “im- 
mediately apparent that the New York Central went its com- 
a one better and dotted the harbor with constructive 
stations.” 


Ames condemned the practice at the pier stations on Man- 
hattan of the railroads allowing loaders to interpose themselves 
between the shippers calling there for their freight and the 
vehicles they brought with them to demand fees for the service 
of loading which the shippers were supposed to be allowed to 
do for themselves. On that point he said: 


It has been pointed out that the consignee’s vehicle must go on 
the piers to receive his freight. Theoretically he is permitted to load 
his own vehicle. But actually he is prevented from doing so by a 
band of individuals self-styled as public loaders. These men have 
an organization of some sort which has affiliation with the Inter- 
national Longshoreman’s Association, which in turn is affiliated with 
the Teamsters’ Union. By means of this relation they are in position 
to and do force their presence on the piers, and partly because of 
the same affiliation but principally by physical prowess and intimida- 
tion they force their employment by the shipping public. In any event 
they infest the pier stations and, although witnesses for each rail- 
road disavowed railroad authorization for their presence on the piers 
they admitted that they were a “necessary evil’ and that to eject 
them would in all probability cause a strike and a tie-up of the 
harbor. From testimony of record they are wholly without principle 
in their dealings with the public. They will load that freight which 
can be handled quickly and with profit in preference to other freight, 
and will leave the truck of a customer with whom they deal on credit, 
to load for one who offers cash. In short, so far as the matter of 
loading is concerned, they are autocrats of the piers and the capacity 
of the piers to handle business is virtually in the hands of these men. 
No one cares to offend them, whether it be the railroad, the teams- 
ter, or the shipper. To illustrate the extreme caution prevalent in 
this respect, a witness for a large trucking company was asked the 
direct question whether it was sometimes necessary to bribe these 
men to get prompt service. He replied: 

“IT do not like that term. We make them presents, yes.” 

Of course, it may be urged that inasmuch as the consignees are 
compelled -by necessity to receive their freight from pier facilities, 
it is better to have the truck loaded by labor experienced in that 
respect. That might be true if these loaders were employed by and 
answerable to responsible authority. The result of the present prac- 
tice is that a tribute is levied against Manhattan shippers in receiv- 
ing their freight. The practice can not be too strongly condemned, 
Focd the pier stations should be immediately cleared of this class of 
labor. 


Examiner Ames discussed the manner in which the carriers 
could relieve the situation by coordinating trucking to and 
from inland or off-line stations to be established as the first 
move to bring about a lawful situation. In part, he said: 


It is believed that if the carriers make an honest effort to es- 
tablish facilities of the character indicated they will ultimately suc- 
ceed in materially reducing their terminal costs. This is indicated 
almost to the point of demonstration. The Pennsylvania made an 
estimate of its pier-station costs in respect of less-than-carload freight 
for the purpose of determining the advisability of shifting tonnage 
from certain piers to other piers. These costs ranged from $3.91 per 
ton at pier 4, to $4.90 per ton at pier 27, and averaged $4.57 per 
ton. Less-than-carload tonnage is handled through the present 
inland station of the Pennsylvania for $2.40 per ton, and there is every 
reason to believe that with greater concentration of tonnage this cost 
can be considerably reduced. Moreover, the direct-delivery allowance 
is bound to be considerably less, In every case presented to the Com- 
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mission in which the measure of rates to or from New York is in 
issue the carriers stress the high terminal costs at that point. With 
the way pointed to them to reduce these costs and at the same time 
provide a convenient and needed service to the shippers the logic of 
refusal is difficult to fathom. It seems high time that self interest 
should no longer be a oar | block to self help. In most cities it 
is quite natural that carriers should prefer a licy of individualism 
in the matter of freight-station facilities. This because of their desire 
to afford individual improvements attractive to shippers or because 
through fortune or foresight they are in a little better position than 
their competitors in the matter of station location. But these con- 
siderations have no particular significance on Manhattan. All of the 
west-side lines operate pier stations which in form, at least, are 
substantially identical. Moreover, any improvements they might make 
would inure in the end to the city which owns them. It is true that 
the New York Central has on-line facilities in New York but that 
fact needs not deter it from participation along with other lines in 
a universal station. The Pennsylvania had an on-line station at St. 
Louis but found it advisable to discontinue it and used the universal 
off-track stations. The problem will be best approached by a helpful 
spirit of cooperation, both among the carriers themselves, and be- 
tween them, as a group, and the shipping public. The New_ Haven, 
which has withheld the establishment of inland statinos pending the 
outcome of this case, may now take steps to establish one, keeping 
in mind the general principles here enunciated. 


Recommended Conclusions 


The Commission should find: 

(1) That it is without power under the interstate commerce act 
to require carriers to establish (a) store-door delivery, (b) inland sta- 
tions for the receipt and delivery of freight, or (c) to equip them- 
selves with motor trucks. 

(2) That the present operation of constructive-station service and 
of trucking in lieu of lighterage as practiced by the New York Cen- 
tral, Jersey Central, and Baltimore & Ohio can not be sanctioned 
because of their plain tendency to create violations of sections 2 and 
3 of the act, and because said services, as now operated, are not 
compatible with the provisions of section 15a of the act. 

(3) That respondents in I. & S. 3100 should be permitted to dis- 
continue the present constructive-station service and to limit the 

ractice of trucking in lieu of lighterage to the interchange of traffic 
orween connecting railroads and steamship lines, as proposed. 

(4) That the constructive-station now maintained by the New 
York, New Haven & Hartford should be discontinued because it is 
in violation of section 2 of the act; and the proposal of the New York 
Central to continue the practice of constructive lighterage on traffic 
to and from New England, in order to meet the competition of the 
said constructive station, should also be denied. 

The Commission should strongly urge upon the carriers the es- 
tablishment of auxiliary trucking service on Manhattan to the end 
that it may ultimately pave the way for discontinuance of the more 
expensive car-float and pier-station service. The propriety of such 
a suggestion in a general investigation of this character can not 
seriously be questioned. The Commission should also consider the 
matter of appropriate recommendation to Congress with the view 
of securing amendatory legislation broadening its jurisdiction over 
terminal facilities to such an extent that it would be empowered, 
on a showing of public convenience and necessity, to require a car- 
rier, by railroad, to equip itself with motor trucks and erect and 
locate the necessary station facilities to be served thereby. 

The Commission, through its representatives, should hold itself 
in readiness to cooperate to the fullest extent practicable with the 
carriers and shipping public in the formulation of corrective terminal 
measures on Manhattan Island. 


PORT SERVICES CASE 


Attorney-Examiner R. N. Trezise, in a report on further 
hearing in No. 12681, charges for wharfage, handling, storage, 
and other accessorial services at Atlantic and Gulf ports, finds 
nothing wrong with the situation at any of the ports except the 
practice of some carriers leasing warehouses or parts thereof, 
for periods less than a year, at charges less than the revenues 
that would accrue if they exacted their published tariff charges 
on the commodities stored in such warehouses. 

“The record,” says the report, “does not warrant the pre- 
scription of a tariff rule requiring the accessorial or terminal 
charges to be stated separately from the line-haul rates on 
export, import, coastwise, and intercoastal traffic to and from 
Atlantic and Gulf ports.” 

The effect of the report, bluntly stated, is that the south 
Atlantic and Gulf ports have not shown that the practice of 
the railroads serving the north Atlantic ports of absorbing the 
cost of terminal services at the ports on traffic going beyond 
the water’s edge casts or imposes a burden on other traffic and 
therefore there is no reason for. requiring that such costs shall 
be covered by separately stated tariff publications distinct from 
the line-haul rates. Such separation of charges it was assumed, 
would inure to the benefit of private warehousemen and muniti- 
pal port terminals at the south Atlantic and Gulf ports. 

This inquiry was initiated by the Commission in 1921 to 
determine the reasonableness and propriety of the charges of 
common carriers at the south Atlantic and Gulf ports. A report 
was made in 93 I. C. C. 609, in December, 1924. In response 
to a petition of the Shipping Board the inquiry was reopened 
and broadened so as to include the terminal situation at the 
north Atlantic ports, at which there was no separation of line- 
haul and terminal charges and at which, according to the allega- 
tion of the Secretary of War, the terminal charges of the rail- 
roads rarely covered the cost of the service, the deficit being 
recouped from the revenue accruing from the line-haul rates, 
a situation which made it impossible for private or municipal 
terminals to compete, because they had no line-haul revenue 
from which to recoup losses resulting from terminal charges 
made lower than profitable to enable such terminals to compete 
with the one-factor charge of the railroads serving the north 
Atlantic ports through their own terminals. 
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The inquiry was initiated upon a report which the Secre 
of War sent to the Commission. The report was that made i, 
the head of the Department of War by the chief engineer. 
substance of the report, Trezise said, was that the world War 
had resulted in a large fleet of commercial vessels Seeking 
operate in competition with commercial rivals; that the Tail. 
roads were unable to provide the costly piers needed to reduce 
the time in port of such vessels; that the railroads’ charges at 
south Atlantic and Gulf ports equaled about one-fourth of th, 
cost of the accessorial services; that private terminals coy 
not operate at such low charges in competition with rail eg. 
riers; that inadequate and inefficient facilities afforded by the 
rer ga at those ports restricted shippers of import and expoy 
traffic. 

Apparently the purpose of the engineer report, said the 
examiner, was to carry out the object of Congress as expresgeq 
in section 500 of the transportation act, section 8 of the mer. 
chant marine act directing the Shipping Board and the Secretary 
of War to cooperate for the development of port facilities ang 
the promotion of commerce by water, and the policy declareg 
in the river and harbor act of March 2, 1919, of having at leagt 
one public terminal, “constructed, owned and regulated by q 
municipality, or other public agency of the state” and to with. 
hold river and harbor appropriations from such ports as did not 
have such a terminal, unless the public interests would seriously 
suffer by delay while the state or municipality was making up 
its mind whether it wanted federal money on such terms. 

Trezise said the Secretary of War analyzed the river and 
harbor act to mean that Congress expected that localities receiy. 
ing benefit from the river and harbor improvements at the 
expense of the United States would provide municipal or other 
public terminal facilities to handle traffic. 

“To attract business, however, these public terminals and 
also the privately owned terminals open to the general public,” 
says the report, “must be able to offer service at rates compar. 
able to those offered by the railroad terminals. . . . This 
statute, last quoted (river and harbor act of 1919) may appear 
relatively unimportant so far as the powers of the Commission 
are concerned but the evidence shows that public ware. 
housemen and dock owners are insisting that the Commission 
use its good offices to require the railroads to increase their 
accessorial or port terminal charges more nearly to approximate 
the storage and handling charges of private enterprises of this 
character.” 

On the further hearing the case assumed an aspect of trade 
rivalry as between the north Atlantic ports on the one hand 
and the south Atlantic and Gulf ports on the other, with the 
latter insisting that charges should be made, by the railroads, 
so as to enable the municipal and privately owned terminals 
to get part of the business on terms enabling them to live, under 
a system providing for a separation of line-haul and terminal 
charges so that a shipper might have the option of using the 
railroad or the non-railroad terminals, as he pleased or as his 
pocket-book dictated. In disposing of the case, Trezise said: 


The scope of the Commission's activities is limited by the terms 
of the interstate commerce act. The municipal or private rail-water 
facilities are active competitors of the rail carriers for terminal busi- 
ness, and under the law as it now stands the carriers are under no 
obligation to make their charges with a view to insuring a profit 
upon operations of other public terminals. Handling charges on 
cement, fertilizer, and salt, 93 I. C. C. 640. Railroads may make 
such rules, regulations, and practices as will reserve to their own 
rails and facilities traffic but subject to the inhibitions of the act, 
particularly, against undue prejudice. There is no discrimination in 
the plan of carriers to waive profits on their terminal service, and 
certainly no violation of the act for carriers to fail to place their 
charges on a basis which will enable their competitors to take away 
their business. Carriers may, unquestionably, initiate rates lower 
than the Commission may prescribe. In the present proceeding 
the question is whether the carriers’ attempt to meet competition 
of other ports results in charges that are so low as to impose a 
burden upon other traffic. The cost figures presented tend to in- 
dicate in certain instances that the carriers have gone to such length 
that the charges may be insufficient to cover the cost of handling 
certain traffic, but if the average costs are distributed over all traffic 
some return in excess of the average costs may be reailzed. As 
previously stated, until more reliable cost figures are ascertained at 
south Atlantic and Gulf ports, it is impossible to determine whether 
the accessorial or terminal charges should be increased at those ports. 

Inadequate Revenues for Leased Terminal Facilities 

It was developed on the record that certain rail carriers make 
a practice of leasing to private individuals or companies their term- 
inal warehouse facilities on the water fronts at south Atlantic and 
Gulf ports. The railroads own and operate their own rail and water 
terminal warehouses at Norfolk, Va., Pensacola, Fla., Mobile, Ala., 
and Gulfport, Miss., and collect the lawfully established port charges 
on fertilizer and fertilizer materials imported at those ports. At 
Wilmington, N. C., Charleston, S. C., Savannah and Brunswick, Ga., 
Jacksonville and Tampa, Fla., and New Orleans, La., certain rail 
carriers lease their terminal warehouse facilities either to shippers 
or private individuals at certain annual rentals instead of collecting 
the tariff charges on the tonnage handled. To illustrate, the Sea- 
board Air Line Railway leases a bulk storage warehouse, 76,600 
square feet, to an individual at Charleston, S -- upon the basis of 
an annual rental of $6,000. This lease is dated August 25, 1923, and 
provides that the lessee will collect the tariff charges from those using 
the warehouse. These charges are retained by the lessee. Prior to 
this lease the revenues from storage in this warehouse were collected 
by the carrier under its own operation and tariff charges and re- 
sulted in net amounts of $17,692.94 for the fiscal year ended June 30, 
1922, and $22,211.90 for the following year. These amounts do not take 
into consideration, maintenance, depreciation, dredging or interest on 
investment. The annual return under the $6,000 rental on the prop- 
erty described at Charleston yields the Seaboard Air Line Railway 
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cent on the tentative value determined by the Bureau 
about, 78 on of the Commission and 2.2 per cent on the value claimed 
of the carrier. These values are merely physical and in this case 
ot represent the earning value of the warehouse which appar- 
pn is far in excess of the } mise value. 
* x further illustration is that of the Illinois Central Railroad who 
sections of Stuyvesant warehouse to shippers of fertilizer at 
lease“ orleans for 1 cent per square foot for thirty days; 2.5 per cent 
= square foot for ninety days; and cancellable on thirty days’ no- 
ad py either party. These rates are less than those under the ff 
prod ge charges and thus the shipper is enabled to gain an advantage 
stomnarees over those who choose to use the other carriers’ storage 
in re tariff rates. It was testified that the Illinois Central Railroad 
. ed in this practice at_New Orleans to meet the competition of 
- Southern Railway at Port Chalmette, La.; and that before it 
the .rtook to meet this competition it lost considerable line-haul traf- 
~ to lines that leased their warehouses. It is not clear why these 
“rehouses are so leased but the evidence indicates clearly that it is 
fo r the purpose of anes traffic either to the lessee or others. 
i general summar of these leases is shown in appendix E, 

The leasing of a warehouse to an individual who controls the 
routing of traffic for a sum of $6,000 when $17,000 to $22,000 might 
be earned under the tariff charges can be justified on no economical 

unds shown on this record. This situation might present a dif- 
ferent aspect if the nature of the business was such that reasonable 
tariff charges would be prohibitive, but in this instance the lessee 
resumably collects and retains the full tariff charges. The _ lessee, 
powever, is not required under the act to collect the tariff charges, 
and apparently, may make different charges for different shippers. 
Also the practice of carriers leasing their warehouse facilities, or 
portions of them, for periods of 30 to 90 days, presumably covering 
articular seasons, at a rental that is not reasonably compensatory 
for an entire year discriminates against the smaller shippers who 
must avail themselves of space at the tariff rates. When the season 
js over the warehouse must remain idle for the remainder of the 


year. 

Naturally, a carrier is presumed to use good business judgment 

in the leasing of its property, and an apparent justification for the 
ractice shown in one instance in the present case is where the ware- 
house previously was in disuse and if not leased would remain idle. 
Some of these leases are on a rental basis that is inadequate when 
consideration is given to the valuation claimed by the carriers them- 
selves. In certain instances, however, the compensation may be 
ample on the basis of the tentative valuation by the Commission. 
Until the final valuation of these Pgs ~ is determined the Com- 
mission can do no more than to direct attention to the possible in- 
adequate rentals of this property. 

The carriers should take appropriate steps immediately to discon- 
tinue the practice of leasing property when greater returns can be 
realized under their tariff rates. 

Findings 

The Commission should find: 

1. That the rail-water terminal facilities at north Atlantic, south 
Atlantic and Gulf ports are not shown to’be insufficient or inadequate 
to accommodate the export, import, coastwise and intercoastal traffic 
offered for movement through those ports, but on the contrary, ex- 
isting facilities are shown, on the whole, to be reasonably adequate 
to meet normal traffic needs. 

2. That the practice of absorbing terminal charges on traffic 
passing over municipal facilities and refusing to absorb on like traffic 
over similarly circumstanced private facilities is unduly prejudicial to 
the — facilities and unduly preferential of the municipal 
facilities. 

8. That the record in the present case is insufficient to establish 
that the charges on the traffic under consideration are so low as to 
impose a burden upon other traffic. 

4, That the accessorial or terminal costs prepared under a uni- 
form formula as shown on this record at north Atlantic ports is suf- 
ficient upon which to compare the average costs at the north Atlantic 
ports, but with consideration to be given to the fact that those costs 
are relatively higher for comparative purposes at ports where the 
facilities are used only to a limited extent than at ports where the 
facilities are used extensively. 

5. That the accessorial or terminal costs as shown on this record 
at south Atlantic and Gulf ports prepared upon varying formula are 
not comparable with other port costs shown on this record. 

. That the record does not warrant the prescription of a tariff 
rule requiring the accessorial or terminal charges to be stated sep- 


arately from the line-hauk rates on export eet, coastwise, and 
intercoastal traffic to and from Atlantic and Gulf ports. 

That the practice of leasing warehouses, or portions thereof, 
to large shippers for periods of less than a year, covering a storage 
season, at charges less than those named in the published tariffs, 
while contemporaneously charging the tariff rates to other shippers 
for a like service is unduly prejudicial to small shippers and unduly 
prejudicial of the larger shippers, and is in the nature of a rebate 
to the larger shippers. 

8 That the practice of leasing warehouses for inadequate rentals, 
especially when greater revenues could be obtained under the appli- 
cation of the tariff rates is a reflection on the efficiency and economy 
of the railroad management. 


MECHANICAL FIREDOORS 


Special Examiner John L. Rogers, in No. 20247, Public Util 
ities Commission of Ohio vs. Pennsylvania and No. 20746, A. 
Johnston, grand chief engineer of the Brotherhood of Locomo- 
tive Engineers et al. vs. Aberdeen & Rockfish et al., has recom- 
mended that the Commission find that the safety of employes 
and travelers upon railroads requires that steam locomotives, 
except those using fuel oil, have mechanically operated fire- 
doors, so constructed and maintained that they may be operated 
by pressure of the foot on a pedal, or other suitable appliance, 
located on the floor or deck of the cab or tender at a suitable 
distance from the firedoor, so that it may be conveniently op- 
erated by a person firing the locomotive. Briefly stated, Rogers 
Proposes the Commission shall require the railroads to equip 
their engines with mechanically operated firedoors as a measure 
of safety for the trainmen and travelers. A door of that sort 
costs $125. The ordinary hand-operated swinging door costs 
about $15. : 

Rogers proposes to accomplish this requirement by amend- 
ments to the rules and instructions for the inspection and test- 
ing of steam locomotives. He recommends that the changes in 
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the rules be made effective immediately on new locomotives. 
As to locomotives in service he advises that the new rules be 
made effective when such locomotives receive Class 4 or heavier 
repairs, as defined by the United States Railroad Administra- 
tion. He said that it should be provided that all locomotives 
should be equipped with such firedoors not later than January 
1, 1931. 

The Ohio commission brought the complaint so as to force 
the equipment of locomotives with such doors for use in Ohio. 
The complaint of the brotherhood officers was intended to have 
the requirement extended throughout the country. 

The safety theory in connection with such doors is that they 
save the fireman from the glow of the fire while firing because 
a, mechanically operated door is open and closed for each shov- 
elful of fuel and thereby enable him more accurately to note the 
roadside signals; and that such doors, to a large extent, prevent, 
in case of trouble in the firebox or elsewhere, the entrance of 
fire and scalding water into the cab. In addition it was claimed 
that they caused a saving of fuel amounting to five per cent. 
Rogers said that even if the saving were only half that amount 
it would more than equal, in one year, the cost of the installa- 
tion, fuel for an average locomotive costing about $6,500 a year. 

The. legislatures of Ohio, Wisconsin, Georgia, Indiana, Iowa, 
Michigan and New York have enacted firedoor laws. The rail- 
roads questioned the validity of the Georgia statute in Napier 
vs. Atlantic Coast Line, 272 U. S. 605, in which the Supreme 
Court of the United States held that state legislation on the 
subject was precluded because the federal boiler inspection act 
covered the whole field. 

Rogers said that the general position of the major carriers 
was that the hand operated and the mechanically operated fire- 
doors were about equally safe and that the question of safety 
did not arise in making a choice between the two and that many 
firemen objected to their use so that carriers which had installed 
them were abandoning their use. Rogers said the testimony 
showed that the use of such doors prevented excessive fatigue 
of firemen. ‘ 

The hearing developed that mechanically operated doors 
were in use on many railroads; that there were disputes as to 
whether they contributed anything to safety or saved fuel. 
Rogers said that in substance the American Railway Association 
took the position that the carriers had a limited amount of 
money to be spent for safety and that expenditures for me- 
chanically operated doors were less urgent than for other safety 
measures. 


COMMISSION ORDERS. 


No. 21428, Sandusky Cement Co. vs. Pennsylvania et al. 
Louisville Cement Co. of N. Y., Inc., permitted to intervene. 

No. 21430, Hinde & Dauch Paper Co. vs. Akron, Canton & 
Youngstown et al. Michigan Paper Mills Traffic Association 
permitted to intervene. 

No. 19991, Blue Ridge Talc Co., Inc., vs. Cincinnati, New 
Orleans & Texas Pacific et al. The order entered herein on 
October 13, 1928, which was by its terms made effective on 
January 5, 1929, on 30 days’ notice, has been modified to become 
effective on February 9, 1929, instead of on said January 5, 1929, 
and proceeding has been reopened for consideration. 

No. (21206 (and Sub. Nos. 1 to 4, inclusive), Chamber of 
Commerce of Kansas City, Mo., et al. vs. Santa Fe et al. 
Alkali Traffic Association and Swift and Co. permitted to 
intervene. 

No. 19153, Fitchburg Gas & Electric Light Co. vs. Boston 
& Maine et al. The effective date of said order of September 
29, 1928, has been postponed until further orde¥ of the Com- 
mission, without passing upon the request for further hearing 
at this time, as made by the Boston & Maine in its petition. 

Finance No. 5134, Construction of extension by Minnesota 
Western. The time prescribed in said certificate and order, as 
extended, within which the Minnesota Western shall complete 
the construction of the extension of the line therein authorized 
has been extended to December 31, 1929. 

No. 16078 (and Sub. Nos. 1 to 6, incl.), Waggoner-Gates 
Milling Co. vs. Santa Fe et al. The order entered in this pro- 
ceeding on October 3, 1928, which was by its terms made effec- 
tive December 5, 1928, on 5 days’ notice, has been modified to 
become effective December 15, 1928, on 5 days’ notice instead 
of on said December 5, 1928. 


No. 9977, Chicago Live Stock Exchange vs. Santa Fe et al., 
and 12614, Same vs. Director-General, as agent, Santa Fe et al. 
The said order entered herein on December 12, 1927, is amended 
nunc pro tunc by striking out the following: Fred L. Heyne 
and D. H. Baker, copartners, trading as Baker, Heyne & Com- 
pany; Wm. B. Swinney, Chas. M. Swinney and Thos. E. 
Swinney, copartners, trading as Swinney Bros., successors to 
Brunker & Swinney; Wm. Gentleman, A. M. Gentleman, C. F. 
Gentleman and J. G. Gentleman, copartners, trading as Wm. 
Gentleman & Sons; Knollen Sheep Commission Company, Rosen- 
baum & obmpany; W. R. Smith, J. C. Eastes and John Smith, 
copartners, trading as W. R. Smith & Company; Chas. E. Ste- 
phens and J. A. Goble, copartners, trading as Stephens & Goble; 
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A. Gilmore, C. L. Swanson and C. J. Castenhold, copartners, 
trading as Swanson, Gilmore & Castenhold; and inserting in 
lieu thereof the following: Fred L. Heyne and E. H. Baker, 
copartners, trading as Baker, Heyne & Company; Wm. B. 
Swiney, Chas. M. Swiney and Thos.. E. Swiney, copartners, trad- 
ing as Swiney Bros., successors to Bunker & Swiney; Wm. 
Gentleman, A. M. Gentleman, C. F. Gentleman and G. J. Gentle- 
man, copartners, trading as Wm. Gentleman & Sons; Knollin 
Sheep Commission Company; Rosenbaum Brothers & Company; 
W. R. Smith, J. C. Eastes and John Smith, copartners, trading 
as W. R. Smith & Son; Chas. H. Stephens and J. A. Goble, co- 
partners, trading.as Stephens & Goble; A. Gilmore, C. L. Swan- 
son and C. J. Castenholz, copartners, trading as Swanson, Gil- 
more & Castenholz. 

No. 21507, Bahm Oil Co. et al. vs. Santa Fe et al. Shaffer 
Oil and Refining Co. permitted to intervene. 

No. 21561, Consolidated Coppermines Corp. vs. Nevada 
Northern et al. Nevada Consolidated Copper Co. permitted to 
intervene. : 

No. 20912 (and Sub. 1), Illinois Coal Traffic Bureau vs. Alton 
& Hastern et al. The C. Reiss Coal Co. and Milwaukee-West- 
ern Fuel Co. permitted to intervene. 

No. 21215, Chamber of Commerce of East St. Louis, Ill. vs. 
Santa Fe et al. Arcady Farms Milling Co. permitted to inter- 
vene. 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. The effective date of order heretofore entered in 
this proceeding on August 27, 1928, has been further postponed 
to February 8, 1929. 

No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. West Virginia Pulp 
and Paper Co. permitted to intervene. . 

No. 21507, Bahm Oil Co. et al. vs. Santa Fe et al. 
Oil Co. (Indiana) permitted to intervene. 

No. 21605, Ainsworth Filling Station et al. vs. Santa Fe 
et al. Standard Oil Co. (Indiana). permitted to intervene. 

Finance No. 7092, application of city and county of Denver 
for a certificate authorizing abandonment by Colorado & South- 
ern of a part of its Platte Canon Line of railroad in Douglas and 
Jefferson counties, Colorado. Denver Chamber of Commerce 
permitted to intervene. 

No. 21373, Commonwealth of Kentucky et al. vs. Ahnapee 
& Western et al. Tennessee Products Corp. and Louisville 
Board of Trade permitted to intervene. 

No. 21306, Champion Coated Paper Co. et al. vs. Alabama 
Great Southern et al. Mead Pulp and Paper Co. and Mead 
Sales Co. permitted -to intervene. 

No. 21655 (Sub. 1), South Dakota Farm Bureau Federation 
vs. Chicago & North Western et al. The Traffic Bureau of the 
Mitchell Chamber of Commerce permitted to intervene. 

No. 21439, Woodford Spears and Sons et al. vs. Burlington 
et al. James B. Wilson and Brent & Co., Inc., permitted to 
intervene. 


Standard 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7100, authorizing the acquisi- 
tion by_the Bell Telephone Co. of Pennsylvania of certain properties 
of the Red Bank Telephone Co., and acquisition by the latter com- 
pany of certain properties of the former company, approved. 

Report, certificate and order in F. D. No. 7090, (1) authorizing 
the Birmingham, Selma & Mobile R. R. Co. to construct (a) an ex- 
tension of a line of railroad, and (b) a branch line of railroad, in 
Perry and Hale counties, Ala., approved. 


FINANCE APPLICATIONS 


Finance No. 7284. Texas-New Mexico Ry. Co. asks authority to 
construct an extension in Lea county, N. M., from a connection with 
applicant’s present authorized terminus on the Texas-New Mexico 
state line, to Lovington, a distance of about 70 miles, to provide serv- 
ice for an agricultural and oil-producing territory. 

Finance No. 6462. Supplemental application of Louisiana & Ark- 
ansas Railway Co. for authority to renew from time to time its note 
for $2,600,000, to the National rk Bank of New York, the last re- 
newal to mature not later than December 31, 1929, and the rate of 
interest not to exceed 6 r cent. 

Finance No. 7275. hicago & North Western Railway Co. asks 
authority to issue and sell $3,577,000 of general mortgage 4% per 
cent gold bonds of 1987, the bonds or — thereof to be used in 
the exchange, purchase, retirement and/or payment of a like amount 
of Milwaukee, Lake Shore & Western Railway extension and im- 
provement sinking fund mortgage bonds now outstanding and which 
fall due February 1 > 

Finance No. 7276. Joint petition of Mountain States Telephone 
& Telegraph Co. and Uintah Telephone Co. for approval of acquisi- 
tion by former of ey of latter in Utah. 

Finance No. 7281. St. Paul Bridge & Terminal Railway Co. asks 
authority to issue and sell 4,980 shares of common stock of the par 
value of $100 a share. The proceeds are to be used in discharging 
first mortgage bonds of the par value of $400,000 maturing January 
1, 1929, and rtly to pay present stockholders of the company for 
money due them under an operating contract. The stock is to be 
sold to present stockholders at par for cash. 

Finance No. 7099. Supplemental agpeication of Chicago, Milwau- 
kee, St. Paul & Pacific lroad Co. for order authorizing the as- 
signment of $951,000 of first and ee, mortgage gold bonds of 
the Chicago, Terre Haute & Southeastern Railway Co. to the United 
States Mortgage & Trust Co. and Calvert Brewer, trustees of «the 
first and refunding mortgage of the Milwaukee, dated February 2, 
1925, on the trusts of that indenture and the delivery of the same 
to the corporate trustee to be made subject to all the trust of said 
indenture without prejudice to the right of the Milwaukee, with 
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proper authority of the Commission, to issue its first and refunding 
mortgage bonds in respect of the Southeastern bonds so pledged, 

Finance No. 7278. New York, New Haven & Hartford Raj 
Co. asks authority to assume obligation and liability in respect of 
$2,610,000 of 4 per cent equipment trust certificates to be sojq a 
competitive bidding. The proceeds will be used in connection yw; 
acquisition of 1,591 box cars, 95 caboose cars, 20 passenger train Motor 
cars, 25 flanger cars, 25 milk cars and 10 transformer cars. 

Finance No. 7277. Montour Railroad Co. asks authority to cop. 
struct a transfer connection to the track of the Baltimore & Ohio hy. 
tween the stations of Library and Snowden, Pa., a distance of 16,139 
feet. The applicant is a_ Pittsburgh industrial district belt Jing 
connecting with all the ——oe district trunk lines with th 
exception of the B. & O. It says it long has been handicapped through 
the absence of a connection and traffic arrangement with the B. 
O. Receivers of lumber and other freight and coal shippers need the 
service that will be made available by the connection, according ty 
the application. 

nance No. 7282. Fredericksburg & Northern Railway Co. asks 
authority to renew and extend the time of payment to December 
28, 1933, of a series of eight five-year promissory notes aggregating 
$250,000, bearing interest at 5 per cent, and which mature December 

Finance No. 7288. Alton & Southern Railroad asks authority to 
extend its transportation service to a connection with the Missouri 
Pacific in St. Louis, Mo., the Manufacturers’ Railway in St. Louis, 
and also the St. Louis Transfer Railroad in St. Louis, such extep. 
sion of service to embrace operation over and across the facilities 
owned and made available by the city of St. Louis, as follows: Tracks 
Nos. 9 and 10, extending between Barton and Lesperance Streets, 
in the Lesperance Street yard of the St. Louis Transfer ilway Co, 
owned by the city of St. Louis and operated under lease by the Term. 
inal Railroad Association of St. Louis; the southern approach to the 
St. Louis Municipal Bridge, now under construction, and the Mu. 
nicipal bridge and the eastern approach thereto. Use of the bridge 
and facilities of the city of St. Louis by the applicant, according to 
the application, and other carriers, will facilitate efficient railroad 
operation, expedite greatly the movement of traffic and result in 
transportation economies of major importance. 

Finance No. 7285. Reading Co. asks authority to abandon th 
western portion of its Richardson branch a distance of 3,779 feet in 
Schuylkill county, Pa. 

Finance No. 7286. Chicago, Burlington & Quincy asks authority 
to abandon a line of railroad from Newcastle to Cambria, Wyo., a 
distance of about 6.87 miles, as the result of abandonment of mining 
operations at or near Cambria. 


PETITIONS FOR REHEARING, ETC. 


No. 16148 (and Sub. No. 1), Sinclair Wyoming Oil Co. vs, 
Chicago & North Western et al., No. 16696 (and Sub. Nos. 1 
and 2), Sinclair Crude Oil Purchasing Co. vs. Chicago & Alton 
et al. Defendants ask for postponement of effective date of 
reparation order dated November 12, 1928, until after full con- 
sideration has been given to their petition dated November 16, 
1928, and action taken thereon, and that the Commission make 
such further order or orders in the premises as to it may seem 
reasonable and just. 

No. 17721, Tucson Wholesalers’ Association et al. vs. Santa 
Fe et al. Complainants ask for rehearing therein. 

No. 18000, H. Barschi & Son et al. vs. Baltimore & Ohio 
et al. Defendants ask for permission to file a brief upon recon- 
sideration of this case by full Commission. 

No. 16613, Sub. 1, Grand Forks Commercial Club vs. Ahna- 
pee & Western. The complainant herein asks the Commission 
to amend its order, and also to deny the defendants a ninety 
day extension of time in which to comply with its order. 

No. 17565, Quanah Cotton Oil Co. et al. vs. Santa Fe et al. 
Defendants have filed a second supplemental petition for re- 
hearing, and/or reconsideration, and modification of decision 
rendered by Division 3, and for an order holding in abeyance 
the reparation award herein and conselidating this proceeding 
with No. 17000, Part 8, cottonseed and related products. 

No. 18101 (and Sub. Nos. 1 and 2), White Eagle Oil & 
Refining Co. vs. Santa Fe et al. Complainants ask for reargu- 
ment or reconsideration in. matter of reparation. 

No. 20526, North Shore Material Co. vs. Chicago & North 
Western et al. Complainant asks permission to supplement 
second petition for reopening by showing that the Chicago, 
Milwaukee, St. Paul and Pacific, has since the hearing herein 
severed the track connection with the plant of the complainant 
at Libertyville, Ill., and the complainant is therefore, no longer 
able to make shipments from Libertyville to Racine, Wis., via the 
Milwaukee. 

No. 19706, Utah Shippers’ Traffic Association vs. Milwaukee 
et al. Defendant, Southern Pacific, asks for modification of 
order. 

No. 19313,-Simms Oil Co. vs. Houston & Texas Central. 
Defendants ask for modification of report and order. 


SUSPENDED TARIFFS 

In I. and-S. No. 3200, the Commission has suspended from 
November 30 until June 30 schedules as published in tariffs of 
the Central Indiana Railway Company’s of which the following 
is only a partial list: supplement No. 11 to I. C. C. No. 406; 
supplement No. 6 to I. C. C. No. 432; supplement No. 5 to 
I. C. C. No. 486; supplement No. 1 to I. C. C. No. 497; sup- 
plement No. 1 to I. C. C. No. 498; supplement No. 10 to 
I. C. C. No. 508; and also numerous tariffs published by various 
individual carriers and agents. The suspended schedules pro- 
pose to cancel rates, charges, regulations and practices to, from, 
between or via certain stations on the Central Indiana Railway 
due to proposed abandonment of portions of the line of that 
carrier. 
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In I. and S. No. 3201, the Commission has suspended from 
December 1 until July 1, schedules as published in supplement 
No. 5 to Erie I. C. C. No. 17325. The suspended schedules 
propose to increase rates on boxboard and other paperboard, 
carloads, from Whippany, N. J., to various destinations in the 
New England states. The following is illustrative, rates being 
in cents per 100 pounds: 


From Whippany, N. J., to Boston, Mass., Dover, N. H., Hartford, 
Conn., present 24%, proposed 25%. 


In I. and S. No. 3202, the Commission has suspended from 
December 1 until July 1, schedules as published in supplement 
No. 3 to Chicago & North Western, I. C. C. No. 9888, supple- 
ment Nos. 2 and 3 to Michigan Central, I. C. C. No. 5799, supple- 
ment No. 50 to Boyd’s I. C. C. No. 1773, and numerous other 
tariffs filed by carriers and agents. The suspended schedules 
propose to cancel commodity rates on stoves, ranges, furnaces, 
poilers and radiators, and parts thereof, carloads, and less 
than carloads, between points in Illinois, western trunk line and 
central freight association territories, intra-territorially and 
inter-territorially, and to apply in lieu thereof higher class rates. 
The following is illustrative, rates being in cents per 100 


pounds: 
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Furnaces, C. L. Boilers, C. L. 
From Pres. Prop. Pres. Prop. 
Detroit, Mich. .....s.sssseeeee 23% 27% 23% 27% 
Cedar Rapids, Ia. ............ 23% 27% ote ait 
lon Kewanee, Ill. ...ccccccsccvccce 9% 21% 14% 14% 
@ 
feet in In I. and S. No. 3203, the Commission has suspended from 






December 1, until July 1, schedules as published in supplement 
No. 12 to Jones’ I. C. C. No. 2046. The suspended schedules 
propose a restriction which will preclude transiting of grain 
and related commodities at Chicago & Alton points when mov- 
ing from Peoria and Pekin, lll., on proportional rates to eastern 
and New England points. .The restriction in question is now 
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40. Ys, in force as to milling-in-transit, whereas the proposed schedules 
Nos. 1 would broaden the restriction to include all transit operations. 
Alton In I. and S. No. 3204, the Commission has suspended from 
ute of December 1 until July 1, schedules as published in supplement 
1 con- No. 5 to Boyd’s I. C. C. No. A-1914. The suspended schedules 
er 16, propose to establish arrangements for stopping cars of scrap 
make iron or scrap steel in transit for the purpose of handling, sort- 
seem ing and storing at Minneapolis, Minnesota Transfer and St. 

Paul, Minn., and reforwarding to Duluth and Steelton, Minn., 
Santa and Superior, Wis., on the basis of through rates from origins 

in Minnesota, Iowa, and North and South Dakota, plus a transit 
Ohio charge of 2% cents per 100 pounds, in lieu of the application 
econ- of combination rates into and out of St. Paul, Minneapolis and 


Minnesota Transfer. 
hna- 


sion FINAL VALUATION REPORTS 
nety Valuation No. 524, Fort Smith & Western Railroad Co., opinion 
No. B-699, 143 I. C. C. 863-93. Final value, for rate-making purposes, 
t al of the property owned and used for common carrier purposes, found 
. to be $4,928,300 and of property used but not owned $5,760, as of 
Pon. om 1918. No. 929, U Rai 
aluation No. , Unit Iways Co., opinion No. B-697, 143 
= I. C, C, 833-49. Final value, for rate-making purposes, of the property 
ce owned and used for common carrier purposes, found to be $363,100 
ling and of property used but not owned, $47, as of December 31, 1920. 
Valuation No. 781, Alton & Southern Railroad, opinion No. B-701. 
é 149 I. C. C. 22-57. Final value, for rate-making purposes, of the 
roperty owned and used for common carrier Pa. ses, found to be 
rgu- “— and of property used but not owne $701, as of June 30, 
th Valuation No. 940, Kansas Cy Connecting Railroad Co., opinion 
rr’ No. B-700, 149 IL C. C. 1-21. inal value, for rate-making pur- 
ent poses, of the property owned and used for common carrier purposes, 
Z0 found to be $1,710,000, as of June 30, 1919. 
in Valuation No. 982. Chicago and Calumet River Railroad Co., 
ein opinion No. B-696, 143 I. C. C. 814-32, final value for rate-making pur- 
ant poses of Po ge owned and used for common-carrier purposes found 
er to be $207,000, as of June 30, 1919. 
he 
HOCH-SMITH IRON AND STEEL 
ee A score or more of iron and steel manufacturers, in No. 
of 17000, part 6, Hoch-Smith iron and steel, have filed exceptions 
to the proposed report made by Examiners Bardwell and Faul. 
ul. Generally speaking, they have taken exception to every recom- 
mendation that is contrary to the disposition of the question as 
to what the iron and steel rate structure in official territory 
should be advocated by them. There are objections to the 
m declaration of the examiners that most of the manufacturers 
of were more interested in questions of relationships in the ques- 
g tion of the level of the rates. 
; ; Manufacturers in the Buffalo-Pittsburgh and related districts 
O objected to what they thought the preference the examiners had 
)- shown for the so-called short-haul rates; that is, those for less 
v than 300 miles, on the ground that they favored their competitors 
3 with mills nearer Chicago and New York, the great consuming 


centers. The exceptions pointed out that on the short hauls 
the examiners recommended less than sixth class rates, while on 
| long hauls they recommended full sixth class. 

: Mahoning and Shenango valley mills objected to the. exclu- 
sion of mills in Wisconsin, the upper peninsula of Michigan and 
mills in Kentucky from the territory covered by the report. 
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Objections were also made to proposals that, if adopted, 
would break up long established groups. Exception was also 
taken to the declaration that “the principle of what the traffic 
can or will bear is a factor which must be given due weight.” 
Exceptants who took note of that declaration argued that the 
examiners, having that principle in mind as a factor, proceeded 
upon the false premise that the iron and steel trafic could bear 
unreasonably high rates, notwithstanding that in the course 
of their discussion they declared that “it is the Commission’s 
duty in this proceeding to fix reasonable rates on steel.” 

It was contended by those objecting to the increases in the 
long-haul rates that long-haul traffic was not moving freely. It 
was pointed out that more than 62 per cent.of the steel was 
moving on short hauls of 300 miles or less and 38 per cent on 
long hauls; that is, for distances greatere than 300 miles. But 
they added that on hauls, for instance, from Pittsburgh to New 
York, a long haul, the figure was much less than 38 per cent. 

A number of the briefs in support of exceptions declared 
that the level of the proposed scale was too high and that the 
*rate of progression from the initial distance was too great, 
tending to keep mills in the old steel producing territory in west- 
ern Pennsylvania and eastern Ohio out of the markets to the 
east and west of it. 

The exceptions and arguments in support of them seemed 
to cover about every conceivable point, with very few expressions 
of approval for anything the examiners had done other than 
declarations that they had done a vast amount of work. 

Official Classification territory lines, in arguments in support 
of their exceptions to the report of Examiners Faul and Bard- 
well, in substance, call upon the Commission to observe the 
Hoch-Smith resolution in respect of rates on iron and steel by 
prescribing higher rates than those recommended by the ex- 
aminers. 

“The examiners’ scale is incompatible with the Hoch-Smith 
resolution,” assert the eastern trunk lines, “in that it reduces 
rates on commodities on which no reduction is contemplated 
by that resolution.” 

The trunk lines assert that commodities other than those 
of agriculture are not within the fostering care of that resolu- 
tion providing for the “lowest possible lawful rates.” On the 
contrary, they assert, that iron and steel are commodities which 
may properly be called upon to bear rates approaching the limit 
of maximum reasonableness. 

“The Hoch-Smith resolution is addressed to the Commis- 
sion,” add the trunk lines, “and this case presents to it the op- 
portunity and, we submit, the duty to make some revenue com- 
pensation to carriers for the losses the Commission has felt 
obliged to impose as to other traffic under the resolution.” 

The trunk lines assert that the proposed scale was too low 
to afford the carriers the protection they are entitled to receive 
in respect of rates on iron and steel. They assert the scale pro- 
posed by them is not shown to be one that would yield them 
excessive revenue. They declare that the great need of the 
industry for proper relationships rather than reduction of rate 
levels would be fully met by their scale. 

“The Central Freight Association carriers except to the fail- 

ure of the examiners to follow and apply the Hoch-Smith resolu- 
tion here,” is. the initial exception of the lines in which the 
Disque scale is the backbone of the rate structure. “That the 
resolution has a pertinent bearing in this case is manifest. 
The Commission, having reduced rates in other cases in what 
it considered to be in compliance therewith, should apply the 
same construction of the resolution where its invocation would 
result in compensating advances if due consideration be, at the 
same time, given to section 15-a of the interstate commerce act. 
Certainly it should do this so long as it continues to adhere to 
this construction (outlined in a preceding paragraph) in cases 
involving demands for reductions.” 

These carriers advocate Disque scale fifth class applied on 
the iron and steel list shown in the examiners’ appendix C 
They object, however, to the use of that list in connection with 
any other scale. Should any other scale be used they assert 
that there should be some revision of the list. 

Both Central Freight Association and Trunk Line territory 
carriers point out the cases in which the Commission has used 
the resolution as a reason for ordering reductions. Both cite 
United States Bung Manufacturing Co. vs. Baltimore & Ohio 
et al., 14 I. C. C. 375, as illustrating what they conceive to be 
the Commission’s duty under the Hoch-Smith resolution “when,” 
as the Central Freight Association lines assert, “the evidence 
shows that an adequate return upon invested capital has not 
been earned.” 

The southern lines, in bringing their discussion to an end, 
“respectfully urge and insist that the official territory scale to 
be prescribed herein should be confined, in its application, to 
the territory north of the Ohio and Potomac rivers. 

Their objection is to the use of the scale to that part of 
official territory lying south of the two rivers 6n account of 
the depressing effect it would have upon the rates, for instance, 
to Bristol, Tenn.-Va. They said that while the rates proposed 
for application north of the rivers were unreasonably and un- 
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duuly low for use in that territory, they were more vitally in- 
terested in the territory south of the rivers, which, they said, 
were “obviously entirely too low” for use in Virginia. 

They pointed out that the proposed scale would force a 
reduction of 10.5 cents to Johnson City, Tenn., which takes the 
same rate as Bristol, from Pittsburgh, Pa., and produce a rate 
from Pittsburgh to Johnson City 9 cents less than for a similar 
haul in the south, and 22 cents less than for a similar haul in 
southwestern territory. 

The New England carriers in their exceptions said they 
had been doing their best to serve their patrons on a return, 
which, for years, had been less than they needed to bring their 
service to the point of maximum efficiency and usefulness. Their 
owners, the brief said, had been sacrificed year after year. Their 
return had never come up, it said, to that contemplated in the 
transportation act, and they had, ever since federal control, been 
deprived of a fair return on their property. Therefore, the New 
England carriers urged the Commission to permit the tariffs 
involved in I. and S. No. 2890, to be made effective at the earliest 
possible moment, and to find and order that the classification 
basis, fifth class, was the proper one for maximum reasonable 
rates on iron and steel between points in New England and 
between New England and other territories in both directions. 


HOCH-SMITH PETROLEUM 


The Commission has announced hearings in No. 17000, part 
4-A, rates on refined petroleum products from, to and between 
points in the southeast, before Examiners Fuller and Peyser, as 
follows: Jan. 28, 1929, Adolphus Hotel, Dallas, Tex.; Feb. 4, 
1929, Mayo Hotel, Tulsa, Okla.; Feb. 11, 1929, Chamber of 
Commerce, Kansas City, Mo. . 

It has further announced, that No. 17000, part 4, petroleum 
and petroleum products, and No. 18458, rates on petroleum and 
products within the territory on and east of the Mississippi 
River, and south of the Ohio River and east of the Indiana- 
Illinois state line, and from points without and within said 
territory, in so far as they pertain to rates to destinations in 
and destinations within the Mississippi Valley, herein defined 
as that territory on and east of the Mississippi River and on 
and west of the line of the Mobile & Ohio from Mobile, Ala., 
to Cairo, Ill., are set down for further hearing in connection 
with No. 17000, part 4-A, at the times and places-as part 4-A 
is assigned for hearing. 


C. & O. CONTROL OF P. M. 


The Trafic World Washington Bureau 


Acquisition by the Chesapeake & Ohio of 174,900 shares of 
the Pere Marquette common stock held by the Nickel Plate at 
$133.33 per share instead of $110 as authorized by the Commis- 
sion, according to testimony submitted at the hearing held De- 
cember 3 by C. D. Mahaffie, director of the Commission’s bureau 
of finance, in finance No. 6114, application of the Chesapeake 
& Ohio to acquire the Erie and the Pere Marquuette, was justi- 
fied on a number of grounds. Those grounds were the Pere 
Marquette’s earnings, the company’s investment as shown by 
its books, on the final valuation of the company’s property and 
on the market prices of the stock. 

Statistics on those points were submitted by A. Trevvett, 
secretary of the Chesapeake & Ohio; E. M. Thomas, comptroller 
of the Chesapeake & Ohio; C. S. Sikes, vice-president and gen- 
eral auditor of the Pere Marquette; and R. S. Marshall, assistant 
to the president of the Chesapeake & Ohio. The latter sum- 
marized the figures in the exhibits to show that the average 
earnings of Pere Marquette common stock in the last three 
years were $14.39 per share and that they were estimated at 
$15.40 for the present year, with an increase in the net railway 
operating income in the last three years of $2,917,000, or 56 
per cent, with a constantly falling operating ratio. 

In answer to a question, Mr. Marshall said the Pere Mar- 
quette had a value to the Chesapeake & Ohio in excess of its 
value as an independent road in that if controlled by the latter 
coal now turned over to connections of the Chesapeake & Ohio 
for Pere Marquette delivery, other than the Hocking Valley, 
could be turned over to the Pere Marquette at Toledo, O., with- 
out its leaving system rails. At present the Hocking Valley 
is not the only connection of the Chesapeake & Ohio that de- 
livers Chesapeake & Ohio coal to the Pere Marquette. 

W. J. Harahan, president of the Chesapeake & Ohio, testi- 
fied that, in his opinion, the proposed price, $133.33, was a fair 
one and one which the Chesapeake & Ohio could afford to pay. 
He believed, he said, the road could continue to earn $14.50 per 
share. The Pere Marquette financial structure, he said, was 
splendid,. because composed of only 43.58 per cent of bonds and 
56.42 per cent of stock. He admitted, in answer to a question, 
that the price of $110 per share was fixed in view of the 1926 
earnings, the largest in the road’s history, and also that the 
market price might be based on small sales and, therefore, not 
as accurate an index as if based on larger sales. 

No other witnesses were available when Mr. Harahan had 
finished his testimony and the hearing was adjourned to De- 
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cember 5, with the understanding that further adjournmey 
might be asked to suit the convenience of witnesses to be calle 
by the Chesapeake & Ohio. 

Presentation of testimony in support of the Chesapeake 
Ohio’s application to pay a higher price for the stock of the 
Pere Marquette than that stipulated by the Commission when 
that body authorized acquisition was completed December ; 
The intervening minority stockholders had no testimony { 
present in opposition to the application. Frederick Strauss, of 
J. & W. Seiligman, New York City, was the only witness, Hig 
testimony was that of a banking house man and directed to th 
danger resulting from efforts of governmental regulating hodig 
to control the discretion of managers of enterprises as to pric. 
for what they thought it was desirable, in the interest of th 
enterprise, to buy or sell. 

Attempts by government authority to regulate the price x 
which railroad stocks should be sold by the issuing company, 
he said he thought undesirable in the public interest and the 
interest of the stockholders. He said the board of directors 
a railroad company and not the Commission should decige 
whether stock should be issued at par or at a premium. Selling 
new stocks to holders of outstanding stock, he said, was a form 
of giving holders further compensation or financial advantages 
in addition to the dividends. Mr. Strauss expressed the opinioy 
that the stock of the American Telephone & Telegraph Co. sold 
at the price it commanded not because the company, year after 
year, paid a 9 per cent dividend but because stockholders were 
given the right, when more money was needed, to buy new stock 
at par. He said that if the directors of a railroad were required, 
by order of the Commissfon, to sell new stock at a premium a 
responsibility rested upon the regulatory body that amounted 
to a “moral guarantee.” The responsibility, he indicated, should 
rest upon the directors, not upon the regulating authority and 
he said he could not imagine in what case the Commission 
should take such a responsibility. 

Director Mahaffie suggested two cases, extreme in their 
terms, for Mr. Strauss’ consideration. The latter said he did not 
deem it possible for such cases to arise, one of them being a 
suggestion that the applicant might propose to issue stock 
at $10 per share. 

Mr. Strauss’ thought was that the Commission, like every 
one else, was unable to determine what the future market price 
of a stock might be. Therefore, he thought the circumstances 
would have to be very exceptional to warrant the Commission’s 
interference to fix the price at which a new stock should be 
marketed. 


ANTLTRUST ARGUMENTS 


The Trafic World Washington Bureau 


Arguments were made to the Commission on December 5 
in No. 21012, Interstate Commerce Commission vs. Baltimore & 
Ohio and the two sub-numbers thereunder, Same vs. New York 
Central and Same vs. New York, Chicago & St. Louis, the Clay- 
ton anti-trust proceedings brought by the Commission against the 
three trunk lines, each of which acquired 17 per cent of stock of 
the Wheeling & Lake Erie and then elected 12 of the 15 directors 
on the Wheeling board, subject to the Commission’s approval, 
which was not given. 

Thomas P. Healy, chief of the Commission’s bureau of in- 
quiry spoke for the Commission; R. Marsden Smith, general at- 
torney, for the Baltimore & Ohio; J. H. Agate, assistant general 
counsel, for the Nickel Plate; Clyde Brown, general solicitor, for 
the New York Central; C. F. Taplin, counsel, for the Pittsburgh 
& West Virginia. 

Mr. Healy presented statistics to show that there was com- 
petition between the Wheeling and the three stock buying trunk 
lines. The Nickel Plate, by reason of the smaller volume of 
competitive traffic, he said, was in a somewhat different position. 
His contention, however, was that the stock acquisition tended 
to reduce the competition, in violation of the Clayton act. 

Mr. Taplin took the position that the Nickel Plate was in the 
same boat with the other trunk lines and that it acted jointly 
with the others to acquire control and elect the 12 directors. He 
said the three had simply gone ahead with their plans in dis- 
regard of the transportation act and in violation of the Sherman 
and Clayton anti-trust laws. Although they claimed to have 
been acting in accordance with their four big system plan for 
the consolidation of eastern railroads, he said, they had never 
formally presented their plan to the Commission, and had never 
asked for permission to control-the Wheeling. 

In behalf of the Baltimore & Ohio, Mr. Smith said Messrs. 
Healy and Taplin has proceeded upon the assumption that ac- 
quisition of stock automatically showed violation of law although 
the law did not forbid purchase of stock unless and until the 
Commission showed some act which gave reliable ground for 
belief that the probable result of such purchase would be a sup- 
pression of competition. 

Mr. Agate said that the Nickel Plate, by buying 17 per cent 
of the stock, certainly did not acquire control of the Wheeling. 
He said there was no evidence that it had done anything to 
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yabtene ress competition or that it had entered into an agreement 







P Calle aig * go. The Nickel Plate, he said, would have been glad to 
bk es pought 100 per cent of the stock but that it was committed 
ese ang ba r system plan for the consolidation of eastern railroads, 


e fou 
ee its agreement to divide the stock. 


‘At the worst, said Mr. Brown, only a mistake had been made 
py the three roads when they bought the stock, and that if the 
Commission so found the stock could be sold back to John D. 
Rockefeller, Jr., or it could be turned over to whatever com- 
pany the Commission named or that it probably could be sold 
to Mr. Taplin, “whose tongue is hanging out waiting for it.” It 
was absurd, he said, to assume that the New York Central would 
attempt to injure the Wheeling in which it had a $10,000,000 
investment. He said that if all the 43,000 carloads of freight said 
to be competitive as between the Wheeling and the New York 
Central were turned over to the latter, it would have to make 
$13.58 per car for an 89-mile haul to earn the interest on its in- 
yestment in the Wheeling. He said there was no reason for the 
New York Central to apply to the Commission for permission to 
acquire 17 per cent of the stock of the Wheeling because that 
amount of stock would not be control. 
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REPORT ON NORTHWEST RATES 








T after The Traffic World Washington Bureau 
“ wan In a report submitted to the Senate December 6 in response 





to the resolution adopted’ by the Senate, on motion of Senator 
Wheeler, of Montana, at the last session, requesting an inves- 
tigation to determine whether rates on American railroads on 
grain and live stock in the northwest would be compensatory 
if they were on the level of Canadian rates, and directing the 
Commission to reduce the American rates if the Canadian level 
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Ussion would be compensatory, the Commission said, with respect to 
thei grain, that it could not, at this time, report that, in its view, 
id peo the Canadian basis of rates would be compensatory to the rail- 
ing a roads of the northwest and that it followed that a reduction 
stock to the Canadian basis, as suggested by the resolution, was not 
warranted. 
every As to live stock, the Commission said the American level 
price was generally lower than under comparable Canadian rate 
Nnces scales, where the scales had been prescribed by it, and that 
ion’s where the rates were initiated by the American carriers, the 
d be comparable Canadian rates were generally lower for the shorter 
distances, but that the rates of American carriers were generally 
lower for the longer distances. It said that, for very long 
hauls, the United States rates were lower, probably without 
exception. 
The Commission said conditions in Canada, where taxes 
ee were remitted or reduced to a minimum and deficiencies in op- 
or 5 erating revenues of the Canadian National were made up or 
e & borne by the government, and the conditions in the United 
ork States, where no such concessions were made, were not com- 
lay- parable, and that the carriers in the northwest, even under the 
the present basis of rates, were not earning the 5% per cent return, 
of or as much as the carriers in the western district as a whole, 
ors and considerably less than the carriers in the eastern or south- 
ral, ern districts. 
} “In 1926,” said the Commission, “the taxes of all railroads 
in- in the United States, if reduced from their average of $1,591 
at- per mile to the average Canadian basis of $267 per mile, would 
ral have been reduced in the grand total of $330,000,000, and, under 
or the Canadian policy of subsidy and taxes, the Class I railroads 
sh in the United States, from 1923 to 1927, could have handled 
free all grain, flour, meal and live stock and had left $403,332,826 
* more revenue than they actually received.” 
of 
1. SUPREME COURT ACTION 
d The Supreme Court of the United States, December 3, in No. 
466, Atchison, Topeka & Santa Fe vs. United States et al., held 
eC that probable jurisdiction had been shown. The case is on 
f appeal from the district court for the northern district of Illinois, 


eastern division, which refused to enjoin an order of the Com- 
mission requiring cancellation of proportional rates on grain and 
grain products from points in Kansas, Colorado and Nebraska 
7 to Kansas City, Mo., and Wichita, Kan., in certain circum- 
stances. 

In No. 426, J. T. Gale et al. vs. Norfolk & Western Railway 
Co., an appeal from the Supreme Court of Ohio was dismissed 
for lack of jurisdiction. Treating the appeal as an application 
for a writ of certiorari, the application was denied for want 
of a substantial federal question. The case involved the ap- 
plicability of restrictions in deeds covering lands. 

In No. 82, J. R. Snyder vs. New York, Chicago & St. Louis, 
involving appropriation of land to the use of the Nickel Plate, 
from the Supreme Court of Ohio, the court dismissed the .writ 
of error for want of a substantial federal question. 

In No. 518, St. Louis Merchants’ Bridge Terminal Railway 
Co. vs. I. F. Woods, a personal injury case from the Supreme 
Court of Missouri, a petition for writ of certiorari was denied. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(oie taken from Reporters and Digests of National Reporter 


ublished by West Publishing Co., St. Paul, Minn. 


ystem, 
opyright, 1928, by West Publishing Co.) 





(District Court, D., Maryland.) Admiralty proceedings par- 
take of the nature of proceedings of equity, so that the impor- 
tance which common law attaches to formalities is to a large 
extent ignored.—The Speybank, 28 Fed. Rep. (2d) 436. 

Amended libel for recovery of damages for loss of steel 
plates, asserting an agency relationship on part of libelant to 
then owners of merchandise and showing that libelant was con- 
signee in bills of lading of various shipments, held to sufficiently 
allege status of libelant authorizing it to bring libel.—lIbid. 

In admiralty the consignee of goods is entitled to sue in his 
own name.—lIbid. 

(District Court, S. D., New York.) In libel by shipowners 
to recover from charterers extra expenses incurred as result 
of failure of consignee to take cargo from alongside ship, deci- 
sion of District Court construing charter party in answer to 
interrogatory held law of case.—Salvatore & Emanuele Fili vs. 
13,986 Bales of Cork Shavings (Lawrence Johnson & Co., Claim- 
ant), 28 Fed. Rep. (2d) 447. 

Under charter party requiring cargo to be brought along- 
side dnd taken therefrom at merchant’s risk and expense, ship- 
owners held entitled to libel proceedings to recover from char- 
terers expenses of assorting cargo, trucking it to piles on dock, 
coopering and clerking, and other expenses incurred as result 
of failure of consignee to take delivery alongside.—Ibid. 

(District Court, S. D., New York.) Evidence that shipment 
of bags of flour was received in apparent good condition, and 
that it was stored in same holds with pine lumber, held to justify 
inference that stains and odor of turpentine or pitch pine 
emanating from bags of flour were due to bad stowage, entitling 
shipper to recover damages.—Aunt Jemima Mills Co. vs. Belge, 
28 Fed. Rep. (2d) 398. « 

That another became owner and holder of bills of lading 
prior to arrival of shipment does not deprive shippers, who 
were also consignees, of right to recover for damages to ship- 
ment due to bad stowage.—Ibid. 

(District Court, S. D., New York.) “Contribution in gen- 
eral average” is made on principle derived from ancient law 
of Rhodes, that what is given for general benefit of all should 
be made good by contribution of all in proportion to their in- 
terests, and the problem is always one of exact reimbursement 
and proportionately equal contribution as between vessel, cargo 
and freight.—Det Forenede Dampskibs Selskab vs. Insurance 
Co. of North America, 28 Fed. Rep. (2d) 449. 

Where expenditure in Danish kroner were necessary in 
order to settle accounts in England and Norway, incurred solely 
by reason of peril which threatened all interests involved in 
ship and cargo, the owners were entitled to adjustment in gen- 
eral average for exact equivalent of currency which they ex- 
pended, rather in Norwegian and English currency.—Ibid. 


Adjusters, in determining contribution in general average, 
held to have erroneously converted Danish kroner expended by 
owners in England and Norway into dollars at rate of exchange 
prevailing at time of adjustment, rather than at end of voyage, 
since termination of voyage is date on which right to contribu- 
a becomes fixed under York-Antwerp Rules 1903, rule 17.— 
Ibid. 

Right to contribution in general average for a voyage end- 
ing in American ports arose in United States was payable in its 
currency and subject to its law.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


CBtguete taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





BILLS OF LADING 


(Supreme Court of Iowa.) Where seller sent sight draft 
attached to bill of lading to insolvent collecting bank as ifs agent, 
and collecting bank accepted buyer’s check on itself in payment 
and canceled and charged check on its books to buyer’s account 
at a time when it had sufficient cash on hand to pay check, and 
buyer did not know bank was insolvent, held that payment was 
made to collecting bank as seller’s agent, and seller could 
not thereafter, on closing of bank before draft drawn by col- 
lecting bank in settlement of transaction was cleared, recover 
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from buyer.—Wells Oil Co. vs. Marcus Oil & Supply Co., 221 
N. W. 547. 
REGULATION OF COMMON CARRIERS 


(Court of Chancery of New Jersey.) The statute (P. L. 
1927, c. 184), imposing a tax on the use of state highways by 
certain classes of motor vehicles, is unconstitutional and invalid. 
—Weimar Storage Co. et al. vs. Dill, Commissioner, 143 Atl. Rep. 
438. 

A state may by statute exact reasonable fees for the use of 
state highways, but a statute imposing such fees only upon users 
engaged in interstate commerce is in contravention of the Fed- 
eral Constitution and invalid.—lIbid. 

The interstate carriage for persons for hire is interstate 
commerce as well as the interstate carriage of goods for hire.— 
Ibid. 

A state statute imposing fees for the use of state highways 
may classify the users of such highways and differentiate in 
the fees imposed upon the several classes; but such classifica- 
tion and differentiation must be reasonable and based on sub- 
stantial distinctions bearing a reasonable relation to the object 
of the statute; otherwise the statute will be unconstitutional 
and invalid.—Ibid. 

In such a statute it is not unreasonable to place common 
carriers in a separate classification; but it is unreasonable to 
impose such a tax only on common carriers and exempt all other 
vehicles, including carriers not common carriers.—lIbid. 

It is not a reasonable classification to impose such a tax 
on commercial vehicles operating between fixed termini or over 
a regular route and exempt all others.—Ibid. 

A state statute which deprives a person engaged in inter- 
state commerce of the right to transact such interstate com- 
merce within the state, even though such provision be for the 
purpose of enforcing the payment of a lawful tax, is unconsti- 
tutional and invalid.—lIbid. 

(Supreme Court of Michigan.) Ordinance relating to regu- 
lation of jitneys held not to vest arbitrary authority in mayor 
to grant or refuse to grant and to revoke licenses to jitney 
owners and drivers, where ordinance specified age, character, 
etc., of owners and drivers to whom licenses should be issued, 
and thus set up certain standard which must be met.—Red Star 
Motor Drivers’ Assn. et al. vs. City of Detroit et al., 221 N. W. 
Rep. 622. 

Ordinance barring jitneys serving public from operating on 
certain streets and regulating their employment on others held 
not invalid as conflicting with Pub. Acts 1923, No. 209, and 
because depriving Public Utilities Commission of jurisdiction 
over such common carriers, since statute mentioned is inap- 
plicable, and constitutional right of city to reasonable control of 
its streets may not be taken away by courts, by individuals, by 
administrative bodies, or by Legislature itself.—Ibid. 

Ordinance relating to jitneys providing that route to be 
traveled by non-resident jitney drivers should be designated by 
police department held not discriminatory as permitting police 
department to allow outside jitneys to use prohibited streets 
while withdrawing them from resident owners and drivers, since 
it prohibits all jitneys from using excepted streets.—Ibid. 

(Supreme Court of Michigan.) Fellows, J. A majority of 
the court having agreed in the companion case of Red Star 
Motor Drivers’ Association et al. vs. City of Detroit (Mich.), 221 
N. W. 622 (handed down herewith), that the bill should be dis- 
missed, it follows that the injunction based on the bill goes 
down with it. If the circuit judge does not dissolve the injunc- 
tion on the remand of that case, the writ should issue as prayed 
herein.—City of Detroit vs. Webster, 221 N. W. Rep. 629. 

(Suprgme Court of North Carolina.) C. S. paragraphs 1041, 
1042, authorizing Corporation Commission to require railroad 
companies to construct and equip a new union passenger station 
on finding that present station is inadequate, should be con- 
strued liberally to effectuate their purposes and advance remedy 
contemplated by General Assembly when they were enacted.— 
Corporation Commission vs. Southern Ry. Co. et al., 145 S. E. 
Rep. 19. 

Jurisdiction of Corporation Commission, under C. S. para- 
graphs 1041, 1042, to require railroad companies to construct 
and equip a new union passeneger station on finding that present 
station is inadequate, is original, and may be exercised by com- 
mission either on its own motion or on petition of interested 
parties.—Ibid. 

Those having no property or proprietary rights, which are 
or may be affected by Corporation Commission’s order, under 
C. S. paragraphs 1041, 1042, that railroad companies construct 
and equip a new union passenger station, are not parties to 
proceeding therefor, and hence have no right to appeal to 
— court from such order, under C. S. paragraph 1097.— 

Appeal, under C. S. paragraph 1097, from order of Corpora- 
tion Commission pursuant to sections 1041, 1042, that railroad 
companies construct and equip a new union passenger station, 
by persons who were not parties to proceeding before com- 
mission, will be dismissed by superior court for want of juris- 
diction, under. section 1097.—Ibid. we 
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On appeal, under C. S. paragraph 1097, by party to Dro. 
ceeding before Corporation Commission from its order, unde 
sections 1041, 1042, that railroad companies construct and eg 
a new union passenger station in certain city, superior coyy 
has jurisdiction to try de novo and détermine both law and 
issues, duly presented by assignments of error based on eXcep. 
tions duly taken during hearing before commission.—Ibid. 

Superior court’s jurisdiction to try law and fact issueg oy 
appeal, under C. S. paragraph 1097, from Corporation Commis. 
sion’s order requiring railroad companies to construct a ney 
Union passenger station, as authorized by C. S. paragraphs 1041, 
1042, is derivative, not original, so that, if commission wag 
without jurisdiction for absence of necessary party or any other 
reason, superior: court is without jurisdiction and should dig. 
miss proceeding.—Ibid. 

Railroad company leasing its railroad and other property 
to another such company, and not operating railroad as common 
carrier except through lessee, is not a necessary party to pro. 
ceeding before Corporation Commission, under C. S. paragraphs 
1041, 1042, for order requiring railroad companies to construct 
and equip a new union passenger station, either as respondent 
before commission or as defendant in superior court on appeal, 
under section 1097.—Ibid. 

Corporation Commission is not without jurisdiction of pro. 
ceeding to require erection, construction and maintenance of 
a new union passenger station in certain city, under C. S. para. 
graph 1042, because one or more railroad companies entering 
such city are not made parties to proceeding; presence of two 
or more such companies as parties being sufficient.—Ibid. 

(Supreme Court of Appeals of West Virginia.) Where pro- 
posed railroad trackage that will be employed in interstate 
commerce extends into territory not theretofore served by the 
carrier proposing the new trackage, the purpose and effect 
thereof, under the new congressional policy, are of national 
concern, and the same is to be deemed an extension of the rail- 
road within the meaning of paragraph 18 of section 1 of the 
commerce act as added by the transportation act of 1920 (49 
USCA, paragraph 1 (18)).—Carleton Mining & Power Co. vs. 
West Virginia Northern R. Co., 145 S. E. Rep. 42. 

Though such proposed trackage is not actually connected 
with an existing line of railroad of the carrier and can be 
reached only by the use of intervening trackage not owned or 
controlled by the carrier, it is nevertheless within the purview 
of the transportation act, and, before the carrier can be held 
liable on its contract to acquire such extension, there must be 
obtained from the Interstate Commerce Commission a certificate 
of public convenience and necessity authorizing such acquisition. 
—Ibid. 

A carrier cannot be held liable, in an action for accrued 
installments of the purchase price of such proposed extension, 
where it appears that the Interstate Commerce Commission has 
refused to award a certificate of public convenience and neces- 
sity authorizing the construction or purchase of such new track- 
age.—Ibid. 

Where, in such action, the plaintiff charges the carrier with 
bad faith in the presentation of its application to the Interstate 
Commerce Commission for a certificate of convenience and ne- 
cessity, such charge need not be determined in an action for 
the purchase price under the contract, because, even if sustained, 
it would not defeat the national policy that the construction 
and acquisition of extensions which are to be employed in inter- 
state commerce shall be under the, control of the federal Com- 
mission. It would not be in conformity with the federal policy 
of efficiency and economy in interstate transportation that the 
carrier, even though acting in bad faith, should be required to 
pay for an extension which it cannot acquire.—Ibid. 


FLORIDA LOG RATES 


The state of Florida and a number of operators of saw 
mills in that state have applied to the federal court: for the 
northern district of Georgia, at Atlanta, for an injunction for- 
bidding the enforcement of the Commission’s order in No. 
18364, Georgia Public Service Commission vs. Atlantic Coast 
Line, 146 I. C. C. 717, bearing effective date, at the time applica- 
tion for injunction was filed, of December 10. The order strikes 
down the log rates of the Atlantic Coast Line, within Florida, 
made in accordance with the so-called Cummers scale, as being 
unduly prejudicial against shippers of logs in interstate com- 
merce from Florida to Georgia and unduly preferential of 
shippers of logs within the state of Florida. 

At the time this was written the applicants had been unable 
to find a three-judge court, such as is required by statute, to 
hear them, the district judge in Georgia and the circuit judges 
at New Orleans being engaged upon matters which they felt 
should be disposed of ahead of a case involving freight rates. 
It was suggested that if forced the court would issue a restrain- 
ing order so as to hold the matter static unless the Commission, 
by its own act, would put off the effective date until the judges 
could arrange their business so as to do more than give pro 
forma consideration to the application. Acting on that sug- 
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December 8, 1928 


gestion the Commission has postponed the effective date to 
ary 8. 

ree suit by the state is entitled State of Florida et al. vs. 
United States, Interstate Commerce Commission, the Florida 
commission and the attorney general of the state bringing the 
case in the name of the state. The suits by saw mill operators 
are Brooks Scanlon Corporation, Wilson Cypress Co. and Cum- 
mer Cypress Co. vs. United States, and Wilson Lumber Co. of 
Florida vs. United States. 

The bills allege that the Commission’s orders are arbitrary 
and unreasonable and are based upon no right or warrant for 
the excercise of the federal power in derogation of or superior 
to that of Florida in respect of the regulation of intrastate 
commerce. 

A further declaration is that the orders are too broad 
in that only hauls of 170 miles or less were involved in the case 
or controversy, whereas, the orders cover all rates on logs 
within Florida and constitute an unlawful invasion of the 
sovereign rights of the state. The applicants assert that the 
Atlantic Coast Line is willing to continue the rates on the 
so-called Cummer scale but that the orders require it to. estab- 
lish substantially higher rates. They further declare that the 
rates ordered by the federal authority are so high as to force 
mill operators to cease operations, thereby destroying a great 
yolume of existing intrastate commerce without aiding or pro- 
moting or removing any obstacle to interstate commerce. They 
assert that the Putnam Lumber Co. and the Cummer Lumber 
Co., interveners in the case before the federal commission, have 
already been constrained to construct mills nearer to the timber 
so as to avoid the payment of rates on logs based on the higher 
scale prescribed in the orders against which injunction is 
prayed and therefore no longer have an interest in the case. 


NEWSPRINT INVESTIGATION 


The Commission, in No. 21095, rates on newsprint paper, 
import and domestic, to points in official and southern classifi- 
cation territories, has added to it No. 21042, Anglo Canadian 
Pulp & Paper Mills, Ltd., et al. vs. Algoma Central & Hudson 
Bay et al.; No. 21126, International Paper Company vs. Bangor 
& Aroostook et al., and No. 21534, Gilman Paper Company vs. 
Maine Central et al., defined the scope of the inquiry, and set 
it down for hearing at New York before Chairman Campbell 
and Attorney-Examiner Hosmer, in the room of the Chamber of 
Commerce of the State of New York, 65 Liberty St., January 
16, at 10 a. m. and at such other times and places as may here- 
after be designated. The orders in the matter follow: 


It is ordered, That the territories of destination shall include 
what was designated the eastern and southern groups in Increased 
Rates, 1920, 58 I. C. C. 220, 225, and in addition the state of Illinois 
Lake Michigan ports in isconsin, and all west-bank Mississippi 
River crossings as far north as Dubuque, Ta. 

It is further ordered, That the investigation be enlarged to in- 
clude all rates on newsprint paper between points in southern classi- 
fication territory. 

It is further ordered, That Nos. 21042, 21126 and 21534 be, and 
they are hereby, consolidated with this investigation for hearing. 

And it is further ordered, That this aoe the cases con- 
solidated therewith, and the fourth-section applications listed below, 
or parts thereof (not herein reproduced), by which the carriers par- 
ties thereto ask, among other things, for authority to continue to 
maintain rates, rules and regulations for the transportation of news- 
print paper, in carloads, over all-rail and rail-and-water routes, be- 
tween producing and shipping points and destinations within the 
territories described in the order of June 12, 1928, as modified above, 
without observing the provisions of the fourth section of the inter- 
state commerce act, in so far as such applications have not been 
disposed of, be assigned for hearing January 16, 1929, ten o’clock 
a. m., standard time, at the rooms of the Chamber of Commerce of 
the state of New York, 65 Liberty Street, New York, N. Y., before 
Chairman Campbell and Attorney-Examiner Howell, and at such 
other times and places as hereafter may be designated. 


SANTA FE DIRECTOR 


James G. Harbord, chairman of the Radio Corporation of 
America, has been authorized by the Commission to hold the 
position of director of the Atchison, Topeka & Santa Fe. 





ELECTRIC ROAD ABANDONMENT 


The Department of Justice has filed a motion in the federal 
court for the eastern district of Michigan asking for a modifi- 
cation of the decree of foreclosure sale entered in relation to the 
Michigan Railroad Co., an electric line which constitutes the 
facility for the shipment of coal and other supplies to Camp 
Custer and veterans’ hospitals in that district. The federal 
coordinator for traffic brought the matter to the attention of the 
department because the decree of sale gave the purchaser the 
option to abandon operation of the road within 90 days after 
the sale. The court’s notice to sell was served on the Interstate 
Commerce Commission on account of the abandonment part 
of it. The Commission, however, takes the position that until 
application for permission to abandon is filed with it, it cannot 
appear in any court proceeding. That has been its position 
in all such cases. The owners of the road contend it is electric 
interurban road and therefore not subject to the jurisdiction of 
the Commission. A petition for permission to abandon operation 
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has been filed with the court but it has not been acted upon. 
The government wants the road kept in operation. 


BLOCK SIGNAL FIGURES 


The Commission this week issued its customary order 
directing the railroads to submit statements not later than 
January 15, as of January 1, showing the number of miles of 
line operated under the block signal system. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury, under section 204 of the transportation act, that $7,247.14 
is due the Laona & Northern Railway in reimbursement of its 
deficit in the period of federal control. 


CHANGES IN DOCKET 


In the docket as published in the Dec. 1, Traffic World, 
appeared as assignment for Dec. 2. This should have been Jan. 2. 

Hearing in Fourth Section Application No. 13492, filed by 
Miss.-Warrior Service, assigned for December 6, at New Orleans, 
La., before Examiner White, was canceled. 

Hearing in finance No. 6993, application of T. P. & W. R. R. 
for authority to operate from Peoria to Hollis over the railroads 
of the C. B. & Q. R. R. and Peoria Terminal Co. and to con- 
struct certain connecting tracks in Peoria and Tazewell counties, 
Illinois, assigned for December 7, at Springfield, Ill., before 
Illinois Commerce Commission, was canceled. 

Hearing in I. and S. 3130, consolidated southwestern cases 
(portions involving rates on pipe, riveted, steel or wrought pipe, 
etc.), 13535, consolidated southwestern cases (portion respect- 
ing rates on pipe, riveted, steel or wrought iron, etc.), 14880, 
Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al, 
14416, Little Rock Board of Commerce vs. A. & S. Ry. et al., 
No. 15463, St. Louis Chamber of Commerce vs. A. & R. R. R. 
et al., assigned for December 10, at Dallas, Tex., before Exam- 
iner Taylor, was canceled (in so far as it concerns cast iron 
pipe and fittings). 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period No- 
vember 15-22, inclusive, was 194,092, as compared with 162,314 
cars:in the preceding period, according to the car service divi- 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


Box, 80,061; ventilated box, 142; auto and furniture, 16,493; total 
box, 96,696; flat, 8,097; gondola, 32,753; hopper, 23,942; total coal, 
56,695; coke, 532; S. D. stock, 18,693; D. D. stock, 3,651; refrigerator, 
8,460; tank, 381; miscellaneous, 897. 


LUMBER SHIPMENTS 


Slight decline in lumber demand as compared with the pre- 
vious week was indicated by reports from 843 mills for the week 
ended December 1, to the National Lumber Manufacturers’ Asso- 
ciation. This was partly due to holiday shutdowns over Thanks- 
giving. Softwood demand as measured by orders received, 
showed a decline of approximately 14 per cent, with 6 fewer 
mills reporting; the reported hardwood orders increased 12 
per cent over the preceding week. Production and shipments 
of hardwood lumber continued about the same as the preceding 
week, but there was a slight decrease in softwood shipments 
and a marked decline in softwood production. 

The West Coast Lumbermen’s Association reported for 238 
identical mills’ production as 178,086,087 feet, as compared with 
an average weekly operating capadity for three years of 243,- 
913,595 feet. The Southern Pine Association reported produc- 
tion for 147 mills as 65,294,261 feet, which was 15,605,107 feet 
under the three-year average. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 
a _— ‘associations, for the two weeks indicated; 000’s 
omitted: 


Preceding 
Week, 1928 (Revised) 


} Past Week 
Softwood Hardwood Softwood Hardwood 
Mills (or units*)....... 534 379 540 375 
Production ......sese0. 296,280 54,494 334,304 54,286 
Shipments ..... pores okie 298,360 57,091 308,761 58,095 
Orders (new bus.) ...272,811 61,111 317,646 54,174 


*A unit is 35,000 feet of daily production capacity. 


WAGE STATISTICS 


Total compensation paid by Class I railroads to employes 
in September was $239,632,975, a decrease of $9,261,684, or 3.72 
per cent, as compared with the returns for September, 1927, 
according to the monthly statement prepared by the bureau of 
statistics of the Commission from carrier reports. The total 
number of employes as of the middle of September was 1,722,820, 
a decrease of 64,949, or 3.63 per cent, as compared with the 
returns for September, 1927. 
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THE PRESIDENT’S MESSAGE 


President Coolidge, in his message to Congress, Dec. 4,° 


made no startling statements or recommendations with respect 
to transportation. He had the following to say with respect to 
“railroads”: 


In previous annual messages I have suggested the enactment of 
laws to promote railroad consolidation with the view of increasing 
the efficiency of transportation and lessening its cost to the public. 
While consolidations can and should be made under the present law 
until it is changed, yet the provisions of the act of 1920 have not 
been found fully adequate to meet the needs of other methods of 
consolidation. Amendments designed to remedy these defects have 
been considered at length by the respective committees of Congress 
and a bill was reported out late in the last session which I under- 
stand has the approval in principle of the Interstate Commerce 
Commission. It is to be hoped that this legislation may be enacted 
at an early date. 

Experience has shown that the interstate commerce law requires 
definition and clarification in several other respects, some of which 
have been pointed out by the Interstate Commerce Commission in 
its annual reports to the Congress. It will promote the public in- 
terest to have the Congress give early consideration to the recom- 
mendations there made. 


Other parts of the message of more or less special interest 
to readers of this publication were as follows: 


Agriculture 

The past year has been marked by notable though not uniform 
improvement in agriculture. The general purchasing power of farm 
products and the volume of production have advanced. This means 
not only further progress in overcoming the price disparity into 
which agriculture was plunged in 1920-21, but also increased efficiency 
on the part of farmers and a well-grounded confidence in the future 
of agriculture. 

The livestock industry has attained the best balance for many 
years and is prospering conspicuously. Dairymen, beef producers, 
and poultrymen are receiving substantially larger returns than last 
year, Cotton, although lower in price than at this time last year, 
was produced in greater volume, and the prospect for cotton incomes 
is favorable. But progress is never uniform in a vast and highly 
diversified agriculture or industry. Cash grains, hay, tobacco, and 
potatoes will bring somewhat smaller returns this year than last. 
Present indications are, however, that the gross farm income will be 
somewhat larger than in the crop year 1927-28, when the total was 
$12,253,000,000. The corresponding figure for 1926-27 was $12,127,- 
000,000, and in 1925-26, $12,670,000,000. Still better results would 
have been secured this year had there not been an undue increase in 
the production of certain crops. This is particularly true of pota- 
toes, which have sold at an unremunerative price, or at a loss, as 
a direct result of overexpansion of acreage. 

The present status of agriculture, although greatly improved over 
that of a few years ago, bespeaks the need of further improvement, 
which calls for determined effort of farmers themselves, encouraged 
and assisted by wise public policy. The Government has been, and 
must continue to be, alive to the needs-of agriculture. * * * 

Temporary expedients, though sometimes capable of appeasing 
the demands of the moment, can not permanently solve the surplus 
problem and might seriously aggravate it. Hence putting the Gov- 
ernment directly into business, subsidies, and price fixing, and the 
alluring promises of political action as a substitute for private initia- 
tive, should be avoided. ° 


Commercial Aeronautics 


Continued progress in civil aviation is most gratifying. Demands 
for airplanes and motors have taxed both the industry and the licens- 
ing and inspection service of the Department of Commerce to their 
capacity. While the compulsory licensing provisions of the air com- 
merce act apply only to equipment and personnel engaged in inter- 
state and foreign commerce, a Federal license’ may be procured by 
anyone possessing the necessary qualifications. State legislation, 
local airport regulations, and insurance requirements make such a 
license practically indispensable. This results in uniformity of regu- 
lation and increased safety in operation, which are essential to 
aeronautical development. Over 17,000 young men and women have 
now applied for Federal air-pilot’s licenses or permits. More than 
80 per cent of them applied during the past year. 

Out national airway system exceeds 14,000 miles in length and 
has 7,500 miles lighted for night operations. Provisions has been 
made for lighting 4,000 miles more during the current fiscal year 
and equipping an equal mileage with radio facilities. Three-quarters 
of our people are now served by these routes. With the rapid growth 
of air mail, express, and passenger service, this new transportation 
medium is daily becoming a more important factor in commerce. 
It is noteworthy that this development has taken place without 
governmental subsidies. Commercial passenger flights operating on 
schedule have reached 13,000 miles per day. 

During the next fortnight this nation will entertain the nations 
of the world in a celebration of the twenty-fifth anniversary of the 
first successful airplane flight. The credit for this epoch-making 
achievement belongs to a citizen of our own country, Orville Wright. 


Cuban Parcel Post 


I desire to repeat my recommendation of an earlier message,’ that 
Congress enact the legislation necessary to make permanent the 
Parcel Post Convention with Cuba, both as a facility to American 
commerce and as a measure of equity to Cuba in the one class of 
- which that country can send here by parcel post without 
etriment to our own trade. 


Merchant Marine 


The cost of maintaining the United States Government merchant 
fleet has been steadily reduced. e have established American flag 
lines in foreign trade where they had never before existed as a means 
of oye commerce and as a naval auxiliary. There have been 
sold to private American capital for operation within the past few 

ears 14 of these lines, which, under the encouragement of the recent 
egislation passed by the Congress, give promise of continued suc- 
cessful operation. Additional legislation from time to time may be 
necessary to promote future advancement under private control. 

Through the cooperation of the Post Office Department and the 
Shippin oard long-term contracts are being made with American 
steamship lines for carrying mail, which already promise the con- 
struction of 15 to 20 new vessels and the gradual reestablishment of 
the American merchant marine as a private enterprise. No action 


of the National Government has been so beneficial to our shipping. 


TRAFFIC WORLD 





Vol. XLII, No.9 







The cost is being absorbed to a considerable extent by the disp 
of unprofitable lines operated by the Shipping Board, for which 
new law has made a market. Meanwhile it should be our Policy 
maintain necessary strategic lines under the Government operatig 
until they can be transferred to private capital. 

Inter-American Highway 

In my message last year I expressed the view that we shoulq leng 
our encouragement for more good roads to all the principal Doing 
on this hemisphere south of the Rio Grande. My view has ny 
changed. The Pan American Union has recently indorsed it, h 
some of the countries to the south a great deal of progress ig hg 
made in road building. In others engineering features are of 
exacting and financing difficult. As those countries enter upon pp. 
grams for road building we should be ready to contribute from q, 
abundant experience to make their task easier of accomplishmen, 
I prefer not to go into civil life to accomplish this end. We alr, 
furnish military and naval advisors, and following this precedent We 
could draw competent men from these same sources and from the 
Department of Agriculture. 

We should provide our southern neighbors, if they request it 
with such engineer advisors for the construction of roads and bridges 
Private interests should look with favor upon all reasonable | 
sought by these countries to open main lines of travel. Such asgsig. 
ance should be given especially to any project for a highway designg 
to connect all the countries on this hemisphere and thus facilitat 
intercourse and closer relations among them. 

Air Mail Service 

The friendly relations and the extensive commercial intercourg 
with the western hemisphere to the south of us are being furthe 
cemented by the establishment and extension of air-mail routes. We 
shall soon have one from Key West, Fla., over Cuba, Haiti, and Santy 
Domingo to San Juan, P. R., where it will connect with another rout 
to Trinidad. There will be another route from Key West to the Cang| 
Zone, where connection will be made with a route across the northern 
coast of South America to Paramaribo. This will give us a circ 
around the Caribbean under our own control. Additional connec. 
tions will be made at Colon with a route running down the west coast 
of South America as far as Concepcion, Chile, and with the French 
air mail at Paramaribo running down the eastern coast of South 
America. The air service already spans our continent, with laterals 
running to Mexico and Canada, and covering a daily flight of over 
28,000 miles, with an average cargo of 15,000 pounds. 


Waterways 


Our river and harbor improvements are proceeding with vigor. 
In the past few years we have increased the appropriation for this 
regular work $28,000,000, besides what is to be expended on _ flood 
control. The total appropriation for this year was over $91,000,000, 
The Ohio River is almost ready for opening; work on the Missouri 
and other rivers is under way. In accordance with the Mississippi 
flood law army engineers are making investigations and surveys on 
other streams throughout the country with a view to flood control, 
navigation, waterpower, and irrigation. Our barge lines are being 
operated under generous appropriations, and negotiations are develop- 
ing relative to the St. Lawrence waterway. To secure the largest 
benefits from all these waterways joint rates must be established 
with the railroads, enemy by agreement, but otherwise as a result 
of congressional action. 

we have recently passed several river and harbor bills. The work 
ordered by the Congress, not yet completed, will cost about $243,- 
000,000, besides the hundreds of millions to be spent on the Mississippi 
flood way. Until we can see our way out of this expense no further 
river and harbor legislation should be passed, as expenditures to put 
it into effect would be four or five years away. 


SARGENT ASKS FOR UNITY 


Attorney-General Sargent, in his annual report to Congress, 
has asked the legislative branch to give serious consideration to 
the desirability of consolidating all the legal activities of the 
government under the supervision of the attorney-general. 
Enactment of such legislation would place the law work of the 
Commission under his control. At present the Commission has 
a law department or bureau of its own, headed by the chief 
counsel taking his course in matters affecting the orders of the 
Commission from the regulating body and not from the head of 
the Department of Justice. The statute, specifically, by the first 
proviso in section 5 of the commerce court act, says the Com- 
mission may appear as a party in any suit wherein the validity 
of an order or requirement issued by it is quescvioned, on its 
own motion and as of right, and be represented by its own 
counsel. 

Mr. Sargent says the reasons which caused Congress, in 
1870, to consolidate all the government’s law offices in the 
Department of Justice should cause it now to consider another 
consolidation. He says his recommendation is prompted by 
the recurrence of the conditions which existed prior to 1870. 
Prior to that time the responsibility for the legal work of the 
government was divided among many law officers, with no com- 
mon supervisory head. Since that time Congress, notwithstand- 
ing the consolidation legislation, has again given charge of legal 
work to many officers not subject to control by the attorney- 
general. 

At various times suggestions have been made that the 
attorney-general should have charge of the work of defending 
the orders of the Commission, but the suggestions have not pro- 
duced any enthusiasm among practitioners before the Commis- 
sion. The Commission has insisted upon its right to be heard 
by counsel of its own choosing and direction. 

The late Blackburn Esterline, assistant to the solicitor-gen- 
eral, for years represented the United States in Commission 
litigation, while the chief counsel or some other lawyer desig- 
nated by the Commission represented it. Under the plan pro- 
posed by Mr. Sargent the man from the Department of Justice 
would be the only defender of orders of the Commission. 
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COMMISSION’S ANNUAL REPORT 


Express statutory authority to delegate to individual com- 
missioners and employes the power to perform specified duties, 
and to consider and determine specified matters and subjects, 
subject to the general control and supervision of the Commis- 
sion, and the exercise by it of appropriate powers of review 
either through the Commission or a division thereof, to permit 
of prompt disposition of its business, is asked by the Commis- 
sion in its forty-second annual report to Congress, made public 
December 6. The period covered by the report extends from 
November 1, 1927, to October 31, 1928, except as otherwise noted. 
“In addition to legislative recommendations made in other 
annual reports, the Commission also recommends that section 
6, of the interstate commerce act, be amended to clarify the 
situation with respect to international joint through rates, as 
set forth hereinafter. 

The Commission reiterates its recommendation as to amend- 
ment of the consolidation provisions of the interstate commerce 
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“We must repeat,” it says, “the statement made in previous 
annual reports that no general examinations of carriers’ ac- 
counts were made during the year. We regard this omission 
as seriously impairing the effectiveness of our regulation of 
carriers’ accounts under section 20 of the act, an important 














€ Can feature of which is the policing of carriers’ accounts.” 

’. cn The volume of work involved in the determination of excess 
connes, income of steam railroads subject to recapture by the govern- 
St Coast ment under the provisions of section 15-a has made it neces- 
f Sounk sary for the bureau of accounts to devote substantially all the 
laterals time of its field force to accounting examinations under that 
of over section, says the report. 


Railroad Earnings 


4 thy Commenting on railroad earnings, the Commission says: 
n fi 
000,000 The postwar peak in Class I railway operating revenues was 
‘issouri reached in 1926, when they totaled 6.38 billions of dollars. In 1927 
sissippi the revenues were 6.14 billions, which was a decrease of 3.86 per 
eYS on cent. For the first six months of 1928, the revenues were 3.90 per 
ontro] cent under those of the first half of 1927, but for July and August, 
being 1928, an increase of 0.31 per cent over the same months of 1927 was 
velop- reported. The net result is that for the first eight months the 
argest revenues for 1928 were 2.80 per cent under those of 1927, 4.67 per 
lished cent under those of 1926, and 0.10 per cent over those of 1925, for 
result the same period in each case. 
_. The end of the decline in passenger revenue, caused by the compe- 
work tition of other forms of conveyance, is not yet apparent. For the 
$249 - first eight months of 1928 the passenger revenue of Class I railways 
ssippi was $52,905,209 less than in the same period in 1927. For the year 
rther 1920, the passenger revenue and the number of passengers and pas- 
> put senger-miles exceeded the corresponding figures for any year before 
or since. (Statistical table omitted.) 
As compared with conditions in 1920, the passenger revenue of 
1927 declined 24.2 per cent, the number of passengers declined 32. 
per cent, and the number of passenger-miles declined 28.2 per cent. 
These declines are striking, but in considering their significance 
; from the standpoint of railroad finance, it should be considered that 
ess, the development of the automobile industry has helped to swell the 
n to freight revenue. The freight revenue of Class I railways in 1927 
th was greater than it was in 1920, but on account of rate changes, a 
e more satisfactory comparison is on the basis of ton-miles. The ton- 
ral. miles of Class I railways were 410.3 billions in 1920, 443.7 billions 
the in 1926, and 428.7 billions in 1927. This comparison understates 
h the reai growth in freight business because 1920 was an abnormally 
as high peak. A study of ton-miles and passenger-miles over a longer 


Lief period reveals that whereas passenger-miles show a decided falling 

the away from the pre-war trend, the freight ton-miles show a sustained 
growth, the traffic of the war period being regarded as abnormal 

of and temporary. 

rst Operating expenses were curtailed to the extent of $95,158,915 in 

1927, or 2.04 per cent, as compared with those of 1926. The ratio 


m of operating expenses to revenues increased from 73.15 in 1926, to 
ity 74.54 in 1927. For the first eight months of 1928, the expenses were 
ts reduced $122,909,120, as compared with those of the same peri 
m in 1927, the operating ratio peving been 74.54 in this riod in 1928, 
as compared with 75.46 in 1927. (Statistical table omitted.) 
The ratio of maintenance expenses to operating revenues also has 
in shown but little variation in this period, having been 33.9 in 1925, 
33.7 in 1926, 34.0 in 1927, and 33.8 in the first eight months of 1928, 
ie as compared with 34.5 in the same period in 1927. 
r Taxes, which were $12,812,606 less in 1927 than in 1926, again show 
y a decline in 1928, having been $2,397,535 less in the first eight months 
of 1928 as compared with the same partied in 1927. The total rail- 
. way tax accruals of 1927 were $376,110,250, of which $84,591,269 was 
2 payable to the federal government. . . 


_ In 1927 the steam railways of all classes had a net railway operat- 
ing income of $1,077,841,658 available for interest, leased road rent- 
als, and miscellaneous deductions, dividends, or surplus. This was 
$151,178,530 less than for 1926. For the first eight months of 1928 
the net railway operating income of Class I railways shows an 
increase of 1.30 per cent over the scorenpenains ~ for 1927. 
The net income of all steam railways after fixed charges in 1927 
was $741,923,916, a decline of $141,497,879 from the income of 1926. 
The ratio of net income to capital stock declined from 9.43 per cent 
in 1926 to 7.78 in 1927. The per cent of stock in the dividend paying 
class was 69.12 in 1926 and 70.25 in 1927. The amount of dividends 
declared, including intercorporate dividends, was $567,280,717 in 1927, 
which sum was 5.95 per cent of all stock actually outstanding. The 
average rate declared on dividend yielding stock was 8.47 per cent. 


Recovery of Excess Income 


In response to orders, carriers have reported $16,378,247.97 
of excess income for the period September 1, 1920, to December 
31, 1927, inclusive, according to the report. In the year ended 
October 31, 1928, nine carriers paid $866,277.44 as one-half of 
their excess income preliminarily computed by them for the 
several recapture periods. Added to the $7,140,930.95 paid prior 
to November 1, 1927, this sum makes the total of such payments 
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$8,007,208.39. It is pointed out that the bulk of these payments 
have been made under protests and reservations. The money 
is held in a trust fund because it is not available for use be- 
cause of the situation referred to in the preceding sentence. 
The fund as of October 31 totaled $9,184,978.10, including $1,157,- 
210.62 that has accrued from interest on the fund and $20,559.09 
of interest collected from carriers on overdue excess income 
payments. Of the total in the fund, $3,630,000 is in Treasury 
4 per cent bonds and $5,350,800 is in 44%, per cent Liberty bonds. 


Finance Activities 


In the part of the report dealing with the work supervised 
by the bureau of finance it is stated that 46 applications seeking 
authority to construct new lines or extend existing lines, in- 
volving a total mileage of 1,380.79, were filed, and that 53 ap- 
plications seeking authority to abandon 752.21 miles of line were 
filed. Thirty-three -certificates authorizing 717 miles of new 
construction and 61 certificates authorizing abandonment of 
587 miles of road were issued. Since the effective date of the 
act in 1920, approximately 3,400 miles of road have been con- 
structed. 

Under paragraph 2 of section 5 of the interstate commerce 
act, acquisition of control of one carrier by another carrier, 45 
applications were filed, 31 authorizations were issued, 3 appli- 
cations were denied, and 2 applications were withdrawn. 

A grand total of $1,871,200,314.54 of securities and 2,149,867 
shares of stock without nominal or par value were authorized 
by the Commission. The grand total included $540,695,464.93 
of stock; $1,188,504,867 of bonds; $30,800,000 of debentures; 
$42,580,023.36 of notes; $60,816,952 of equipment obligations, 
and $7,803,007.25 of receivers’ certificates. Under paragraph 
(9) of section 20-a certificates of notification of the issue of 
notes, maturing within two years, in the aggregate sum of 
$125,480,047.63 were filed. 


Deficits and Guaranty 


Since the effective date of section 204 of the transportation 
act, 461 carriers have filed claims for reimbursement of deficits 
in the aggregate of $28,978,173. The Commission has examined 
and settled 429 claims, including 163 dismissals and 8 with- 
drawals. The total amount of certificates issued in settlement 
and partial payment is $10,416,618.47. The estimated amount 
required to settle the 32 outstanding claims is approximately 
$750,000. 

Since the effective date of section 209, the guaranty section, 
the Commission has settled 522 claims and dismissed 139, leav- 
ing 6 claims pending that it estimates will require approximately 
$200,000 to settle. The total amount certified in disposing of 
claims is $528,978,502.40. In addition, there has been certified 
as advances and partial. payments in the six unsettled claims 
a total of $227,500. 

Loans to Carriers 


A total of $60,022,124.51 was repaid in the year on account 
of the principal of outstanding loans made heretofore under 
section 210 of the transportation act. 


Bureau of Informal Cases 


The number of informal complaints received was 8,211, an 
increase of 633. The carriers and the Director-General of Rail- 
roads, as agent, filed 11,722 special docket applications for au- 
thority to refund amounts collected under the published rates 
admitted by them to have been unreasonable, an increase of 
2,329. Orders authorizing refund were entered in 9,377 cases, 
an increase of 927, and reparation thereon was awarded in the 
sum of $1,437,194.11. The bureau handled approximately 49,000 
letters: 

Bureau of Inquiry 


For violations of the interstate commerce act and related 
acts, 23 indictments were réturned and 13 informations filed. 
Fines and penalties imposed aggregated $109,250. 

In this part of the report the Commission recommended that 
section 10 of the interstate commerce act be amended so that 
a minimum penalty of not less than $500 be provided for each 
violation thereof. The section carries a maximum penalty of 
$5,000, but no minimum. The purpose of the section, said the 
report, obviously was to maintain the integrity of published 
tariff rates, and to prevent and punish unjust discrimination and 
favors granted or received by means of false billing, false 
weights, claims or other device. 

“Experience shows that this section is violated by shippers 
more frequently than any other section of the act,” said the 
Commission. “Such violations are profitable, not only because 
of the saving in freight charges, by defeating the applicable 
rates, but also because of the advantage thus obtained by the 
violator over his competitor. The railroads themselves main- 
tain a force to police billing and weights, but a great many vio- 
lations go undetected despite their efforts. We feel certain that 
the establishment of a minimum as recommended would result 
in greater harmony than exists now as between the fines im- 
posed by courts in different jurisdictions and practically elimi- 








1302 


nate violations of law which involve only comparatively small 
amounts of money. Section 10 is vitally important in 
maintaining the regular tariff rates by compelling accurate and 
truthful description and classification by shippers of their prop- 
erty. Providing a minimum penalty of not less than $500 for 
each violation thereof, will render far more effective the efforts 
of the Commission to enforce that section.” 

Verdicts or pleas of guilty have been obtained in 64 prose- 
cutions brought under section 10 since 1920. 


Bureau of Law 


On October 31, 1927, there were 19 cases involving the Com- 
mission’s orders or requirements pending in the courts. In the 
ensuing year 19 cases were instituted and 11 were concluded, 
and 27 cases are pending in the different courts. Of these 6 
are in the Supreme Court of the United States. Cases decided 
by the Supreme Court of the United States in the year were 
reviewed in the report. 


Bureau of Service 


Work of field service agents of the bureau of service is 
reviewed in this part of the report, which states that many 
important car-service matters are handled by the field repre- 
sentatives. Note is made of the fact that since the last report 
there has been no car shortage. 


Bureau of Traffic 


There were filed in the year 93,672 tariff publications. Rate 
adjustments were protested and suspension asked in 541 in- 
stances, a decrease of 49 under the preceding year. The fol- 
lowing action was taken on requests for suspension: Suspended, 
195; refused to suspend, 165; schedules rejected, requests for 
suspension withdrawn or protested schedules withdrawn, 181. 
Proceedings pending from preceding year totaled 179 and new 
proceedings on suspension docket totaled 195. 

Three hundred and twenty-nine fourth section applications 
were received. The number of orders entered in response to 
applications was 285, of which 219 were denial orders or orders 
granting permanent relief and 66 authorizing temporary relief. 
Of 802 applications filed under the 1910 amendment to the fourth 
section, the number still awaiting final action was 776. 


Bureau of Valuation 


The Commission reported that there remained to be con- 
cluded only three hearings under its primary valuation program 
and that it was turning its attention to bringing valuations down 
to date, and the work preparatory to further recapture proceed- 
ings after the Supreme Court had decided the O’Fallon recapture 
case, now set for argument January 2, 1929. 


Final valuations have been reached in 735 cases, covering 
83,830 miles, or 34.45 per cent of the total mileage. It was 
stated that it was hoped to complete the issue of final reports 
in this fiscal year. 


Class Rate Readjustments 


“We feel warranted in saying that, while modifications of 
the readjustments of southern and southwestern rates which 
became effective during the year will, in all probability, be 
necessary in the light of actual experience, such readjustments 
represent the most important step yet accomplished in the direc- 
tion of a more systematic rate structure,” said the Commission. 


- 


Annotation of Statutes, Etc. 


The work under the Senate resolution requiring compilation 
and annotation of statutes has reached the point, according to 
the report, where a large part of the manuscript is in tentative 
final form, “and anticipate that all will be transmitted within 
a few months.” 

Consolidation of Railroads 


The Commission briefly calls attention to its recommenda- 
tions for legislation relieving it of the duty of preparing a com- 
plete plan of consolidation and for other changes suggested by 
it with respect to this subject. 


Efficiency Ratings 


The Commission again asks that all persons in its organ- 
ization be exempted from the requirements of section 9 of the 
classification act of 1923 as to efficiency ratings of employes. 
It says the practice imposed on it in this respect “is injurious 
to our work, troublesome, expensive and wasteful.” 


Formal Docket 


Formal complaints filed totaled 1,693, of which 1,404 were 
original complaints and 289 sub-numbers, an increase of 132 
over the preceding year. The Commission decided 1,418 cases 
and 482 were dismissed by stipulation or on complainant’s 
request, making a total of 1,900 cases disposed of, as compared 
with 1,446 in the preceding year. The Commission conducted 
1,415 hearings and took 319,557 pages of testimony, as compared 
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with 1,600 hearings and 291,299 pages of testimony in the , 
ceding year. 








Shortened Procedure 


In the year the use of the shortened procedure wag 
gested by one or more of the parties in approximately 5g 
cent of the cases placed on the shortened procedure q 
Approximately 40 per cent of the total number of forma] com. 
plaints are now handled by that method. Since the inceptign 
of the procedure, 1,515 cases have been decided thereunder. h 
cases handled under the shortened procedure and decided 
the year, the average elapsed time to reach a decision has 
480 days from date of receipt of complaint and 300 days fron 
date of receipt of the final memorandum. ; 
































Hoch-Smith Resolution prop “the 
Under this heading the Commission simply reviews the pnp seorist 
ceedings in progress under the resolution and the status of eag March 4, 1 
of them. ii, The 
Individual Ownership of Railroads sectlg, ‘2 
The Commission calls attention to “one tendency in the provid. 
financial relations of carriers.” It refers to acquisition by q through it 
carrier of a dominant position with relation to a competito; Bed 
prior to the authorization of control by the Commission, as jp. tatistactic 
dicated by it in the Loree southwestern merger case. It says heard, t 
another method of effecting dominance in the affairs of com. —_* 


peting carriers that may seriously affect the maintenance of i 
competition and other relations among carriers is the acquisi- 


tion by individuals or groups of individuals of control of two The 

or more such .carriers. sion for 

“Whether such financial or other relations can or should be increase 

prevented under existing law is a question to which we have year ent 

not heretofore had occasion to give consideration,” it says. States 

“The first instances of such individual acquisitions of relatively explana 

large railroads have only recently been brought to: our atten. lowing 
tion.” 

The report also covers activities of the bureau of statistics, for the 

the bureau of locomotive inspection and the bureau of safety. covers 

e, 

Recommendations prission 

: i now pe! 

The Commission’s recommendations, including that with the acc 

respect to international joint rates, and also a recommendation to the 


as to exemption of electric railways from specified sections of pose. 


the interstate commerce act in the interest of simplifying ad- increas 
ministration of those sections, follow: nel 
tu 
For the reason stated in this report and in former reports we . Toll 
recommend— in the 
1. That section 1 of the interstate commerce act be amended to $5 per 
provide for the punishment of any person offering or giving to an install 
employe of a carrier subject to the act any money or thing of value of loc 
with intent to influence his action or decision with respect to car reduct 
service, and to provide also for the punishment of the guilty em- valuat 
ploye. care ¢ 
2. That subject to appropriate exceptions the use of steel or steel 
underframe cars in passenger-train service be required, and the use 
in passenger trains of wooden cars between or in front of steel or : 
steel underframe cars be prohibited. 
That paragraphs (2) to (6), inclusive, of section 5 of the inter- Flee 
state commerce act be amended (a) by omitting therefrom the exist- pare 
ing requirement that we adopt ‘and publish a complete plan of con- The 
solidation; (b) by making unlawful any consolidation or acquisition 
of the control of one carrier by another in any manner whatsoever, 
except with our specific approval and authorization; (c) by giving , 
us broad powers upon application and after hearing to approve or the 
disapprove such consolidations, acquisitions of control, mergers, or this 
unifications in any appropriate manner; (d) by giving us specific in t 
authority to disapprove a consolidation or acquisition upon the in ¢ 
ground that it does not include a carrier or all or any part of its cert 
property which ought to be included in the public interest and which inct 
it is possible to include upon reasonable terms; (e) by modifying for 
subparagraph (b) of ane (6) so that the value of the prop- adn 
erties proposed to be consolidated can be more expeditiously deter- line 
mined; and (f) by providing that in the hearing and determination cer 
of applications under section 5 the results of our investigation in the era 
proceeding on our docket known as No. 12964, Consolidation of Rail- tai 
roads, may be utilized in so far as deemed by us advisable. 
4. That paragraph (5) and (6) of section 15a of the interstate yes 
commerce act be clarified by amendment. pre 
5. That | re ig (f) of section 19a of the interstate commerce (a 
act be clarified by amendment. $1, 
6. That section 19 of the merchant marine act, 1920, be amended pr 
so that its provisions will clearly not be applicable to the Inter- pe 
state Commerce Commission; that section 27 of this act be recon- in 
sidered by the Congress in the light of our forty-first annual report; Ce 
and that section 28 of this act be reconsidered by the Congress in the th 
light of the circumstances set forth in the chapter on the effect of a 
this statute appearing at pages 13 and 14 of our thirty-fifth annual e 
report to the Congress. In this connection reference is made to our al 
report dated June 29, 1922, to the chairman of the committee on Cc 
interstate and foreign commerce on H. R. 12021, Sixty-seventh Con- i 
gress, second session. r 
7. That each of the four subdivisions of section 10 of the inter- a 


state commerce act be amended to provide for a minimum penalty r 
of not less than $500 for each violation thereof. . t 

8. That section 6 of the interstate commerce act be so amended t 
as to authorize carriers operating within the United States to refrain ; 
from Co aga is Mar maintaining rates confined to the transporta- i 
tion within the United States of traffic shipped from and to points |‘ 
in the United States to and from points in Canada and Mexico, and, 
in lieu thereof, to maintain, and establish and maintain, and apply 
to the transportation of such traffic joint through rates entered into 
by and between carriers operating in the United States and those 
operating in Canada and Mexico, provided that, if action is taken in 
accordance with the option described in this paragraph, the respon- 
sibility and liability of the United States carries and the jurisdiction 
to be exercised by the Interstate Commerce Commission, in connec- 
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tates, except that the Commission shall not in any instance require 
. establishment of such a joint through rate. 

eo By section 17 of the act as amended August 9, 1917, the Com- 
ion was authorized to divide its members into divisions of not 
than three members and to direct that any of its work, business, 
lest, inctions arising under the law be assigned or referred to any 
division for action. The manner in which this power has _ been 
tilized has been fully described in previous reports. The continual 
. wth in variety and volume of the work devolved upon the Com- 
td jon has made the performance of our duties less and less current. 
For the more prompt disposition of matters entrusted to us there 
nould be express statutory authority for the Commission to dele- 
: te to individual commissioners and employes of the Commission 
the power to perform specified duties, and to consider and deter- 
mine specified mattérs and subjects, subject to the general control 
and supervision of the Commission, and the exercise by it of ap- 
ropriate [te ee of review either through the Commission or a 

mn thereof. 
“ t That the Interstate Commerce Commission be relieved from 
the provisions of section 9 of the classification act of 1923, approved 
4, 1923. 

March That the present exemption provisions of paragraph (22) of 
section 1, paragraph (1) of section 15a, and paragraph (1) of sec- 
tion 20a, applicable to electric railways, be amended by substituting 
provisions exempting all electric railways except such as interchange 
standard freight equipment with steam railways and participate in 
through interstate freight rates with such carriers; provision to be 
made for exemption of particular electric railways falling within 
the excepted class, if upon application they are able to show to the 
satisfaction of the Commission, after notice and opportunity to be 
heard, that they are not affected with an important national interest 
so far as the provisions in question are concerned. 


MONEY FOR COMMISSION, ETC. 


The estimate of the Bureau of the Budget for the Commis- 
sion for the fiscal year ended June 30, 1930, is $8,213,825, an 
increase of $163,270 over the total appropriated for the fiscal 
year ending June 30, 1929, according to the Budget of the United 
States transmitted to Congress by President Coolidge. In the 
explanatory synopsis of the estimates of appropriations, the fol- 
lowing with reference to the Commission appears: 



















The amount estimated for 1930 involves an increase of $168,336 
for the general work of enforcing the laws to regulate commerce and 
covers the employment of additional attorney-examiners, travel ex- 
pense, and cost of reporting. This increase should enable the com- 
mission to bring to date the large number of appeals of shippers 
now pending. An increase of $16,280 for the general work of policing 
the accounts of the carriers. This activity has fallen behind owing 
to the large amount of work in connection with section 15-a a (re- 
capturable income). These additional funds will be used for this pur- 
pose. For the valuation of the property of carriers $202,160. his 
increase is needed for the primary valuation of 204 new roads which 
have come into existence since the field inventories were completed 
in their localities for the reappraisal of lands, and for the policing 
of returns, of additions, betterments, and retirements; and decreases 
as follows: $7,860 in the division of safety device inspection; $105,580 
in the division of signal and train-control devices, due to the fact that 
85 per cent.of the railroads have complied with the law requiring the 
installation of signal and train-control devices; $20,396 in the division 
of locomotive inspection, and $90,000 in printing and binding. This 
reduction is possible owing to the fact that practically all of the 
valuation reports have been printed and the amount given will take 
care of the general work of the commission. 


Shipping Board 


The Budget estimate for the Shipping Board and Merchant 
Fleet Corporation is $9,994,000, a decrease of $3,702,330 as com- 
pared with the total appropriations for the current fiscal year. 
The explanatory synopsis of this estimate follows: 


The amount of $13,400,000 was appropriated for 1929 to meet 
the estimated operating deficit. The budget estimate for 1930 for 
this purpose is $9,000,000, a reduction of $4,400,000. This reduction 
in the estimated operating deficit is Ps upon expected changes 
in conditions during 1930 as compared with 1929, as follows: (a) That 
certain ship lines will be sold which will eliminate the losses now 
incurred by the corporation for their operation; (b) that the expenses 
for personnel and other operating costs will be further reduced through 
administrative action; (c) that an improvement in the operation of 
lines will be developed through the consolidation and rerouting of 
certain lines and through anticipated changes in the managing op- 
erators’ agreements; and (d) through the proposed transfer of cer- 
tain personnel from the fleet pay roll to the pay roll of the board. 

Compared with the actual total operating deficit for the fiscal 
year 1928 of $16,279,368, the budget estimate for 1930 of $9,000,000 is 
predicated upon a reduction of $7,279,368 accounted for as follows: 
(a) A decrease in the net operating expense due to lines sold, 
$1,273,000; (b) a reduction in the cost of fuel due to reduction in 
prices, $3,638,000; (c) a reudction in pay roll and administrative ex- 
penses, $712,000; (d) a reduction in the expense of inactive vessels 
in hands of operators, $365,000, and in custody of the Merchant Fleet 
Corporation, $937,000; (e) a reduction in expenses either through 
the sale of the United States Lines or through such lines earning 
a small profit instead of incurring a deficit, $465,308; (f) a reduction in 
expenses to result from changes in the form of managing operators’ 
agreements, $273,744; total reductions, $7,664,052; and estimated in- 
creases in losses due to reductions in freight rates and other changes 
in conditions of business, $724,684, less an estimated increase in 
revenue through interest accruals’ on certain funds being made avail- 
able for operating expenses by the appropriation act for 1929, $340,000, 
making the net increases $384,684, which, when. deducted from the 
total reductions of $7,664,052, indicates a net reduction for 1930 under 
the actual net operating deficit for 1928 of $7,279,368. In addition to 
$9,000,000 to meet the operating deficit for 1930, the: budget estimate 
includes a new item of $500,000 to be available only for research and 
experimental development in ship and machinery design, construc- 
tion and operation, and $494,000 for salaries and expenses of the 
shipping board, proper, as against $288,750 for 1929. This increase in 
the estimate for salaries and expenses for the shipping board is 
due to the provisions contained in the annual appropriation act for 
1929 that the estimates for 1930 shall include the salaries of all 
employes whose service with the board has become permanent 
through detail from the Merchant Fleet Corporation. 
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Board of Mediation 


The Budget estimate for the Board of Mediation, under the 
railway labor act, is $348,270, a decrease of $6,732 as compared 
with the total appropriation for the current fiscal year. The 
estimate contemplates reductions of $1,100 for printing and bind- 
ing, and $5,632 for salaries and expenses. 


Rivers and Harbors 


For rivers and harbors, $50,000,000 is carried for the mainte- 
nance and improvement of existing river and harbor works, in 
addition to $7,207,600 that will be available from permanent 
specific and indefinite appropriations and contributed funds. 
The total provided for all items of river and harbor work, in- 
cluding flood control, is $93,647,600. 


Commercial Aviation 


In his message accompanying the Budget, President Coolidge 
directed attention to the fact that the estimates for all activities 
of the government with respect to air service, including the 
army and navy, aggregated $140,631,824. For the work of the 
Department of Commerce under the air commerce act of 1926 
the estimate is $6,427,260; for the contract air mail service of 
the Post Office Department, $14,300,000, and for foreign air mail, 
$4,000,0000, according to the President’s message. Commenting 
on the air service, the President said: 


The rapid and legitimate expansion of our air service, military 
and commercial, is an achievement in which we can all take pride. 
Without artificial stimulation this extraordinary new factor in national 
defense and commerce has grown from modest and discouraging 
beginnings into a strong, healthy, promising national activity. To- 
day we have more airplane manufactories than we have automobile 
factories. Today air mail lines cross the heavens in a rapidly increas- 
ing network of speedy communication. Freight and passenger carry- 
ing airplanes are increasing and a growing demand is seen for air- 
planes for private use. The generous contribution made by the 
United States government to this great and growing actvitiy has 
been justified by the progress made and the results achieved. 

The history of these great and necessary projects emphasizes 
the fact that there has been no niggardly provision for pressing 
government needs. While constructive economy has been demanded 
from federal administrators, these economies have not deprived es- 
sential activities of funds, but have conserved and made available 
means for important necessary purposes. Our splendid treasury is 
not a bottomless, automatically replenishing fountain of fiscal supply, 
and its outflow must be eternally watched and carefully and wisely 
directed into proper channels. 


The estimate of $6,427,260 for aeronautics, under the. De- 
partment of Commerce, is $944,160 more than the current year’s 
appropriation. This is necessitated, according to the Bureau of 
the Budget, by the rapid increase in the number of airplanes to 
be inspected and pilots and mechanics to be examined and 
licensed. The funds, if provided, will add the requisite inspec- 
tion’ personnel and 5 planes to the 13 already in use by inspec- 
tors and make possible operation and maintenance of 11,512 
miles of lighted airways to be in operation by June 30 next, 
as well as the installation and maintenance of 4,000 additional 
miles. 

Post Office Department 


The Budget estimate for the Post Office Department for the 
fiscal year 1930 is $816,209,325, an increase of $41,504,480 over 
the total appropriations for 1929. In the explanatory synopsis 
it was stated that the postal service “is becoming, in increasing 
degree, a severe drain on the general funds of the Treasury 
derived from customs duties, internal revenue taxes, and receipts 
from miscellaneous sources.” A deficiency of $83,495,830 in 
postal revenues for the fiscal year 1929 was indicated, an in- 
crease over a previous estimate of $68,225,788. 

“An analysis of the reasons for the marked increase in the 
postal deficiency for 1929 shows that it is due principally to 
legislation enacted by Congress and to a decision of the Inter- 
state Commerce Commission materially increasing compensation 
to railroads for transportation of the mails, after the Budget 
for 1929 was transmitted to Congress,” says the Bureau of the 
Budget. 

The increase in the fiscal year 1929, due to the decision 
of the Commission, was placed at $13,750,000. The annual charge 
on account of increased mail pay rates in 1930 will be approxi- 
mately $15,000,000, according to the Budget. 

Under the merchant marine act of 1928, for ocean mail con- 
tracts, the estimate for 1930 is approximately $12,000,000, as 
against $7,500,000 for 1929. 


BARGE LINE DIVISIONS 


The government barge line, in No. 11893, United States War 
Department, Inland Waterways Corporation, operating. Missis- 
sippi-Warrior Service vs. Abilene & Southern et al., has filed 
eight exceptions to the proposed report of AttorneyExaminer 
Howard Hosmer pertaining to divisions between itself and the 
Baltimore & Ohio on traffic interchanged at St. Louis and Cairo. 
It treats the report as proposing an unfair basis for the barge 
line. 

“The barge line is entitled,” says the brief filed in support 
of the exceptions, “to be treated as if it occupied a position 
in the transportation scheme equally as important as its rail 
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connections. The examiner has proposed, however, that the : 


barge line be entirely subordinated in the matter of rail-barge- 
rail rates to the rail carrier (Baltimore & Ohio) in central ter- 
ritory. 

That declaration was made in support of a proposition that 
Hosmer, erred in recommending a two-rate factor rather than 
a three-rate factor prorate of rail-barge-rail rates to points in 
Arkansas via St. Louis or Cairo, barge line via Memphis, and 
rail carriers beyond. 

“The examiner’s suggested basis is utterly unfair to the 
barge line and, if universally adopted, would seriously curtail 
its earnings and future prospects of development,” says the brief. 
“It is a radical departure from the formula which the barge line 
and its rail connections have repeatedly voluntarily applied 
throughout six years’ negotiations in the determination of divi- 
sions for rail-barge-and-rail rates.” 

In an appendix showing a comparison of the present and 
proposed divisions to the barge line brief, it is shown that if the 
Hosmer basis were adopted the rail line, on traffic from Cleve- 
land, O., to Little Rock, Ark., would receive increases in divi- 
sions ranging from a small fraction of a cent to 35.4 cents per 
100 pounds, while the reductions, less than half in number than 
the total changes, would run from 2 to 18 cents. 

Hosmer also erred, according to the brief, in finding that 
divisions on traffic via St. Louis should be based on a rate pro- 
rate basis using as factors actual first class rates for the barge 
line and the first class rates proposed by him in No. 15879, 
eastern class rate investigation, for the Baltimore & Ohio; in 
inflating the divisions to the rail lines east of Cairo, and in 
failing to find that rail-barge and barge-rail rates via Cairo 
should be based on a rate prorate using actual first class rates 
to and from Cairo in all instances; in failing to make it plain 
that the approval of the complainant’s proposed basis for divid- 
ing the rail-barge-rail rates to and from points in Louisiana and 
and Texas contemplated use as the basis for determining the 
divisions the rates in effect at the time the barge line’s state- 
ment was filed; in failing to make any finding to cover additions, 
absorptions and terminal expenses at points of origin and des- 
tination; in failing to make a specific finding in respect of the 
disposition of intermediate switching and draying at St. Louis 
and East St. Louis; in failing to make any finding governing 
transit arrangements at points on the lines of the defendants; 
and in the concluding statement in the report concerning the 
failure of the parties to compose their differences through nego- 
tiations based on previous reports of the Commission. 

The objection to the use of the proposed first class rate 
east of the interchange points brought out the fact that the 
existing C. F. A. class rates were inflated above the scale and 
that the examiner proposed to inflate them still more by using 
the proposed eastern class rate scale and then by adding three 
per cent to the class rates not yet adopted. 


RAILROADS AND BARGE LINE 


Representatives of the advisory traffic committee of the 
railroads will meet December 11 in Washington with a com- 
mittee of the Inland Waterways Corporation, headed by Major 
General T. Q. Ashburn, in an effort to find a way of applying 
the provisions of the Denison barge line act of 1928 to protect 
the legitimate revenues of the rail carriers while co-operating, 
without litigation, with the purpose of Congress to establish 
joint rates and through routes between the water and rail 
carriers. 

’ There have been rumors to the effect that the railroads 
would at once contest the provisions of the barge line act as 
unconstitutional. The conference to be held, however, which, 
it is understood, was arranged at the suggestion of the rail- 
roads, is regarded as an effort to adjust the questions involved 
by agreement, if that be possible. 


RIVERS AND HARBORS CONGRESS 


The Traffic World Washington Bureau 


An appeal to the delegates of the twenty-fourth convention 
of the National Rivers and Harbors Congress, in session Decem- 
ber 5 and 6, to promote utilization of improved waterways 
was made by Dwight F. Davis, Secretary of War, in the opening 
address. 

“Your organization exerts a potent influence in the im- 
provement of harbors and- waterways,” said Mr. Davis. “It 
bridges the gap between the users of the waterways and the 
federal officials. A new avenue for the movement of commod- 
ities will not itself effect a rerouting of commerce even at 
a saving in transportation costs. The value of new routes must 
> <r and appreciated by shippers and receivers of 
reight.” 

In reviewing achievements in the last four years and espe- 
cially in 1928, Secretary Davis said one was the successful 
operation of the federal barge line “with net earnings of nearly 
$245,000 in nine months,” and that the lower Mississippi division 
“made a remarkable record with earnings of over $540,000, after 
setting aside $235,000 for depreciation.” He regarded passage 


of the Denison barge line expansion act of 1928 as of the utmog’ 
significance, and: of especial importance the provision directing 
the establishment of joint rail and water routes, rates and diyj. 
sions. 

“Under this act we hope to work out an equitable settle. 
ment with the railroads, by cooperation, if possible, by com. 
pulsion, if necessary,” said he. 

Secretary Davis praised President Coolidge, the Congregs 
of the United States and President-elect Hoover for their sup- 
port of waterway improvement. 

“For the future,” said he, “we are particularly fortunate 
that one who thoroughly understands our problems and whole. 
heartedly supports our aspirations will be our next President, 
Herbert Hoover.” 

The Secretary then proceeded to develop the thought that 
transportation by waterway was a necessity to meet the increas. 
ing demands on the transportation facilities of the country and 
that the use of the waterways, highways, airways and railroads 
should be coordinated. 

“The movement of freight by water results in large savings, 
which are reflected in reduced cost of living and in great com. 
mercial benefits,” said he. “We do not want to limit these 
savings to stream borders and seashores. The whole country 
is entitled to the cheapest and best methods of transportation.” 

Secretary Davis made the following statement: 


The waterborne commerce in 1927 was over 500,000,000 tons. The 
increase has been steady with resulting benefits to the country in 
reducing its freight bill. On domestic commerce alone the savins 
have been estimated at $500,000,000 annually. 


Major General T. Q. Ashburn, chairman and executive of the 
Inland Waterways Corporation, discussed the development of 
barge line transportation, and Representative Denison, of Illinois, 
author of the barge line expansion act, told of that legislation 
and the purpose of Congress in enacting it. The latter said 
railroads did not like to see other forms of transportation de- 
velop alongside them that would take their business from them, 
“but that is a short-sighted and narrow view.” He said rail- 
roads were successful because they cooperated in the inter- 
change of traffic and that the barge lines must have the privi- 
lege of delivering freight to railroads for transshipment and 
they must have the privilege of receiving freight from railroads 


at the connecting points. He said refusal of railroads to co-. 


operate with water lines resulted in the development of the 
rivers being retarded. 

W. C. Cowling, traffic manager of the Ford Motor Company, 
speaking on “Coordinating Our Transportation Facilities,” said 
that, regardless of newer methods, any system of transportation 
must of necessity be builded around the railroads. 

“But great as these railroads are,” said he, “they can never 
attain their full value until their service is so combined with 
other agencies as to create in the minds of the shipping public 
a distinct idea of uniform rates and routes with the undisputed 
right to use any service interchangeably without serious 
restriction.” 

Mr. Cowling said the railroads themselves in the last decade 
had “given a remarkable demonstration ... . of what can be 
done when proper thought is given to coordination and coopera- 
tion.” Continuing, he said, in part: 


No one who fully understands would consider the agitation for 
waterway development as a reflection upon American railroad man- 
agement. Nowhere in the world have we had such efficient manage- 
ment as here. From the record we must in all fairness attribute to 
our railroad managers an earnest desire to serve the public need. 
They have earned the gratitude and praise of all fair minded ship- 
pers, because they have acquired an ability to sense the needs of 
commerce far more than ever before in their history, mainly for 
the reason that they have cooperated with each other through various 
mediums to make rail service more uniform and complete. To now 
follow this same kind of fellowship in their relations with other 
agencies of national distribution is but another and more commendable 
step to place within the reach of American business such joint routes 
and rates as shall give American commerce-the advantage of the 
most direct, most reliable and most economical handling, especially 
of those commodities which are more particularly adapted to move- 
ment by means other than by rail. 

For instance, take our waterway development. We hear now and 
then from our rail carriers that this agitation for waterway develop- 
ment is a direct blow at our rail systems. We have impressed upon 
us quite often that these additional facilities if created will tend to 
disturb the revenue of our railroads. Many of us believe that too 
much emphasis has been given to the phase of cheaper cost of our 
waterway operation as against that of rail. Railroad opposition, not 
always apparent on the surface but nevertheless very much alive, 
has been based upon the proposition that if water carriers can operate 
cheaper than rail carriers, traffic will naturally follow the cheaper 
routes, and that rail revenues will as a consequence be depleted. 
That is undoubtedly true, especially if no further thought is to be 
given to the coordination of these water routes with rail .routes. 
Rarely have railroad executives, generous as they are in other matters, 
been enthusiastic about making proportional rates with water car- 
riers, except in those cases where the water carriers have been willing 
to bear the brunt of whatever absorption was necessary to bring 
about these joint rail and water rates. , 

It must be conceded at the outset that waterways will teach 
newer economies and will be a decided stimulant to the highest 
e+and-rd of service . . If we can ship automobiles and parts by 
inland waterways, these routes ought to .appeal to shippers of other 
commodities, gg Be consideration the time element involved as 
well as safety in dling. Yet that is what is being done today 


The Mississippi-Warrior service, which has carried an immense 
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GREYHOUND” 





“Tue GREYHOUND” is one of the most important 
trains in the fleet of 61 named Pennsylvania freights. 
It serves live stock shippers of the St. Louis Gateway, 
and, in addition, takes on at Columbus, Ohio, South- 
west shipments routed via Cincinnati, Ohio, which 





reach Columbus on a connecting train 


for four-footed folk who ride East to “go West” 


VERY right-minded hog hopes some 
day to be served alongside of a 
couple of “sunny side ups,” or to come 
tableward escorted by a garnishing of 
parsley and applesauce. 


And it is the ambition of cultured 
and educated steers to find a last rest- 
ing place beneath a bountiful helping 
of onions or mushrooms. 


7 7 


So, if asked about it, the animal world 
would tell you that they look upon 
“The Greyhound,” the Pennsylvania’s 
live stock carrier from St. Louis to 
Eastern Markets, as a big bandwagon 
that bears them joyfully to the land of 
heart’s desire. 


Every evening without fail “The 
Greyhound,” loaded with four-footed 
passengers that have come from 
National Stock Yards, Ill., or other 
Western Stock Yards routing via the 
St. Louis Gateway, swings out from 
St. Louis and takes the path toward 
Eastern Markets. 


All the comforts of home are pro- 
vided for the four-footed folk of the 
fields when they take this big train. 


And no one has to dig down for one 
penny of extra fare. 


Food and water are theirs for the 
trip. Music is furnished by the rhyth- 
mic click of “The Greyhound’s” wheels 
as they glide smoothly over the steel 
rails. And all the fresh air and sunlight 


that hogs and steers from the great 
open spaces could desire are thrown in. 


Dinner and Rest Awaits 
at Pittsburgh 


At the Pittsburgh Union Stock Yards— 
where the chefs know their stuff—a sump- 
tuous repast awaits ““The Greyhound’s” 
passengers. And then, after a rest, they 
climb aboard again and ‘“The Greyhound” 
resumes its journey toward the “Happy 
Hunting Grounds” of the animal world. 

Regularly and dependably ‘‘The Grey- 
hound” leaves St. Louis on schedule. ; 
And its arrivals at Eastern Markets are 
just as regular. Month after month of 
exceptional and sustained on time per- 
formance has made this train a favorite 
with shippers of live stock from St. Louis 
to the Eastern Seaboard Cities. 


Here are three other Pennsylvania freight trains whose regular on time arrivals have earned them distinctive names: 


‘“*THE METEOR” 
Perishable—Merchandise 
Seaboard Cities to Cleveland 


‘“‘THE GAS WAGON” 
Merchandise 
Detroit to Seaboard Cities 


PENNSYLVANIA KR 


Carries more passengers, hauls more freight than any other railroad in America 


“‘THE NORTH STAR” 
Perishable— Merchandise 
Pittsburgh to Buffalo 


AILROAD 
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tonnage, has been the object of severe criticism as an institution 
which, although fostered by the government, is not successful finan- 
cially in spite of operating statements to the contrary. Whether these 
financial statements are correct remains to be seen, but regardless of 
this the service tendered by this waterway system has been a distinct 
benefit to inland shipping interests. If the service does prove finan- 
cially suecessful, as it undoubtedly will, it will be entitled to additional 
credit for having achieved its position with very little aid from our 
rail carriers. With one or two exceptions this aid has been extended 
only under the greatest pressure rather than through a real desire 
to make it a success. 

But after all, it is not alone a question as,\to whether barge lines 
have received a subsidy from the government or whether the balance 
sheet is unsatisfactory (for similar conditions prevail in other lines 
of transportation) but the class of service it performs which deter- 
mines its usefulness. Many remember the large land grants to rail- 
roads as an inducement to build through sparsely populated sections, 
and these grants have during the intervening years become extremely 
valuable. 

The word subsidy seems to be a dangerous term to conjure with 
as some of our political friends will readily acknowledge, but the fact 
is that few transportation agencies exist which were not at their 
inception given some sort of public aid regardless of what it might 
have been called, or the particular form which it assumed. 


Mr. Cowling referred to motor truck operations and com- 
mercial air transport in. his discussion of coordination of rail, 
waterway, motor truck and air transportation services. 

Representative J. C. McLaughlin, of Michigan, in an address 
on “The Great Lakes,” in depicting the “immensity of traffic 
on the St. Mary’s River,” said that, in 1927, 5,475 ships passed 
through the Panama Canal, carrying approximately 27,500,000 
tons of freight; that, in 1926, at the Suez Canal, the number of 
passages was 4,980 and freight carried, 25,000,409; whereas at 
the Soo the number of ships passing through the locks was 
18,759 and freight carried, 52,000,000 tons, although the Soo 
operated only 251 days and the other canals mentioned operated 
865 days. He said the estimated cost of freight by water was 
1.1 cents per ton-mile, as compared with an average of 7 cents 
per ton-mile paid to railroads. 

Riley J. Wilson, president of the congress, in his annual 
address, said the work of waterway development was not com- 
pleted when the channel was provided. He said efficient ter- 
minals, interchange and floating equipment were a prime neces- 
sity for the effective utilization of a waterway. 

“The purpose of the National Rivers and Harbors Congress 
aims to keep the true facts concerning river and harbor develop- 
ment, use and advantages before the public,” said he. 

Addresses were made by Julius Henry Cohen, general coun- 
sel of the Port of New York Authority, on the port of New 
York; by William B. Rodgers, Jr., president of the Allegheny 
River Improvement Association, on his impressions of foreign 
waterways; by Mayor Arthur C. O’Keefe, of New Orleans, on 
the port of New Orleans; by Richard C. Job, secretary, Elizabeth 
(N. C.) Chamber of Commerce, on “What Waterways May Mean 
to a Small City;” and by Carl J. Baer,-of St. Louis, president 
of the Standard Unit Transportation Co., on “Navigating Shallow 
Rivers.” 

At the annual banquet, the German ambassador, Friedrich 
Wilhelm ven Prittwitz und Gaffron, spoke on the development of 
waterways in Germany. 

At the session December 6 addresses were made by George 
J. Miller, executive secretary of the Missouri River Navigation 
Association, who said development of waterway transportation 
would help the farmers; Senator Shipstead, of Minnesota, who 
emphasized the importance of inland waterways as avenues of 
commerce to the seas and declared against discrimination against 
waterway transportation; Senator Ransdell, of Louisiana, who 
discussed flood control; Cleveland A. Newton, general counsel 
of the Mississippi Valley Association, who said there should be 
no conflict between those desiring improvement of the water- 
ways in the Mississippi Valley and those desiring improvement 
of water transportation to and from the Great Lakes because 
development of each would help the other; Major General Edgar 
Jadwin, chief of engineers, U. S. army, who spoke on the work 
of the army engineers on river and harbor projects, and Oscar F. 
Barrett, president of the Ohio Valley Improvement Association, 
who spoke of the improvement of the Ohio River for navigation 
purposes. 


RIVERS AND HARBORS 


The amounts that can be profitably expended in the fiscal 
year ending June 30, 1930, for improvement and maintenance 
of river and harbor works, are $32,695,400, and $18,086,480, re- 
spectively, according to the annual report of the Chief of Engi- 
neers of the Army. The total of $50,781,880 compares with 
$47,305,276 for the fiscal year 1928. 


Of the total of $50,781,880, according to the report, $16,509,000 
would be allocated to the improvement of the Mississippi River 
system and $3,524,000 for maintenance work on the system. On 
seacoast harbors and channels $9,741,400 would be spent for 
improvement and $10,676,860 for maintenance. On lake harbors 
and channels, $3,172,000 would be spent for improvement and 
$1,725,500 for maintenance 
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POSTMASTER GENERAL’S REPORT 


Annual expenditures of the Post Office Department exceeded 
revenues by $32,121,095.80, being 1.56 per cent in excess of the 
expenditures for the preceding year, according to the annual 
report of Postmaster-General Harry S. New for the fiscal yeg, 
ended June 30, 1928, made public December 4. 

After accounting for amounts paid out in the year on ac. 
count of undischarged obligations carried over from the Previous 
fiscal years and obligations for 1928, the operating deficit be- 
comes $33,363,148.96, an increase of $4,448,432.91 over that of 
1927, according to the report. 

Postal revenues, including fees from money orders ap 
profits from postal-savings business, amounted to $693,633,921.45 
an increase of $10,511,932.79 over 1927, or 1.54 per cent, as com. 
pared with an increase of 3.53 per cent in 1927 over 1926. 

Expenditures for the fiscal year 1928 for mail transportation 
by railroads and mail-messenger service amounted to $107,645. 
612 (subject to adjustment), an increase of $464,905 as compared 
with 1927. Of the total, $9,707,198 was spent for mail-messenger 
service. For mail transportation on electric railways, $671,573 
(subject to adjustment) was spent in the fiscal year 1928. The 
report reviews the railway mail pay proceedings before the 
Commission. 

Air-mail service contractors were paid $4,042,777.16 in the 
fiscal year 1928, according to the report. The total weight of 
mail and equipment carried on all air-mail routes was 1,861,800 
pounds, including weights transferred from one route to another. 
The report said the policy of encouraging aviation and pro- 
viding for its constructive and sound development would con. 
tinue to be the aim of the Postmaster-General. 

The weight of mails dispatched by seas to foreign countries 
and possessions in the fiscal year 1928 was: Letters, 6,573,782 
pounds; prints, 44,306,569 pounds; parcel post, 31,738,627. pounds; 
total, 82,618,978 pounds. This was an increase of 7.5 per cent 
over 1927, and an increase of 46 per cent over 1922. 

The percentage of mails carried in American ships in the 
fiscal year 1928 was 60, as against 62 the yéar before, while the 
— of pay for such mails was 77, as against 80 the year 

efore. 

The weight of trans-Atlantic mails was 40,178,543 pounds 
and the sea transportation cost was $4,057,810. American ships 
received 46 per cent of the weight and 68 per cent of the pay. 

The weight of mails to Central and South America and the 
West Indies was 27,065,162 pounds and the cost was $2,309,557. 
American ships carried 70 per cent of the weight and were paid 
86 per cent of the pay. 

On the Pacific the total weight was 15,375,273 pounds and 
the cost was $1,873,951, American ships receiving 78 per cent 
and 88 per cent of the weight and pay, respectively. 

The Postmaster-General regards as of great importance the 
ocean mail contract provisions of the merchant marine act of 
1928 and believes that the department, as it has been in the 
case of aviation, will aid in the establishment of an adequate 
merchant marine ultimately to be privately owned and operated. 

Legislation to permit reestablishment of parcel post service 
between the United States and Cuba is urged. Other recom- 
mendations for legislation are summarized as follows: 


To authorize the postmaster general to charge a fee for inquiries 
made for patrons concerning registered, insured, or collect-on-delivery 
mail, and postal money orders. . 

To authorize the postmaster general to collect an increased 
charge for return receipts for domestic registered and insured mail 
when such receipts are requested after the mailing of the articles. 

_ _ To provide for the preparation and packing for mailing of articles 
liable to injure the mails or the persons handling the mails. 

To authorize the postmaster general to impose demurrage charges 
on undelivered collect-on-delivery parcels. 

To extend the collect-on-delivery service and limits of indemnity 
to —— domestic mail on which the first-class rate of postage is 
paid. 

To enlarge the authority of the postmaster general in making 


purchases of motor trucks and motor-truck equipment and parts. 
To prescribe more definitely the rates of compensation Yable to 
steamships of United States registry for transportation foreign 


mails. 

To enable the postmaster general to make contracts for the 
transportation of mails by air from island posssesions of the United 
States to foreign countries and to the United States and between such 
island possessions, and contracts with private individuals and cor- 
porations for the conveyance of mails by air in foreign countries. 

To authorize the postmaster general to require steamship com- 
panies to carry the mail when tendered. 

To authorize the postmaster general to impose fines on steam- 
ship and air mail companies, transporting foreign mails, for un- 
reasonable and unnecessary delays and for other delinquencies. 

: To define more clearly the authority for requiring the delivery 
in accordance with the requirements of the post office department of 
foreign mails brought by steamships arriving from abroad. 


AIR MAIL BILL 


Representative Kelly, of Pennsylvania, has introduced H. R. 
14673, a bill to enable the Postmaster-General to make contracts 
for the transportation of mails by air from island possessions of 
the United States to foreign countries and to the United States 
and between such island possessions, and to authorize him to 
make contracts with private individuals and corporations for the 
conveyance of mails by air in foreign countries. 
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,.. featuring the extras that make 
travelling to California a 


luxurious diversion... ij ac LS | 


a restful adventure 





about 


Ghe | 
Port of Houston 


An Inland deepwater harbor 52 miles 
long. 









75 industries and industrial plants lo- 
cated along its shores, represent- 
ing a total investment of $140,000,- 
000. 


18 Railroads, operating 64,000 miles of 
road, serve Houston. 







63 Steamship lines operate in and out 
of this port. 


10s ANGELES LIMITED Every terminal facility for rapid and 


economical handling of freight 
and cargoes is provided. 
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extra fare ...63 hours 




























1d Service, speed, courtesy, cuisine . . you can take : 

at them for granted on the Los Angeles Limited. Logical] port of entry and export for 

- There is something more that attracts famous peo- shipments consigned to or orig - 
ple, the knowing ones, to choose this train year rs - . 

it after year. Maybe it’s an atmosphere of refinement inating in the zg reat Southwest Em- 

6 and luxury, or the scenic grandeur along the ° 

. smoothest roadbed in the world that calls them. pire. 

e To our many old patrons . . we await you eager to 

! 


make your next journey even more enjoyable than 
the last. 


To all travellers to California . . take the Los Angeles 
Limited and we predict that you too will become 
one of its many ardent admirers. , 


Train features: Barber, valet, bath, maid, mani- 
cure. Observation-club cars, dining cars serving 
meals that appeal, every class of standard Pullman 
car accommodations. . all equipment of the most 
modern and desirable type. 63 hours en route; leaves 
Chicago at 8:10 p. m. daily; $10 extra fare. 
Seven other fine trains to California 
from Chicago and St. Louis 


Including the 63-hour extra fare San Francisco Over- 
land Limited ; Gold Coast Limited (open-top observa- 
tion cars in California during winter season) ; Conti- 
nental Limited ; PacificLimited ; PacificCoastLimited. 


Here’s a new interesting 
inexpensive side trip en route— 
Death Valley, California Address 


See its magnificent, mysterious grandeur by com- 


fortable rail—motor-bus tours. DIRECTOR OF THE PORT 


For booklets describing California, Death Valley 
and Union Pacific service, address 5th floor, Courthouse 


Cc. J. COLLINS, General Passenger bein: Omaha, Neb. 
HOUSTON - - TEXAS 


UNION PACIFIC 
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Freight Rates 
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University of Pennsylvania 


The Mountain-Pacific Rate Structure—Part I—Pacific Freight 
Bureau Territory Rate Adjustments. 


The territory west of the Montana, Colorado and Utah 
common points and west of Western Trunk Line and South- 
western territories is embraced in a general rate district desig- 
nated by the Commission in Ex Parte 74, of 1920, as Mountain- 
Pacific territory. This section is also included in the territory 
of the Transcontinental Freight Bureau, which publishes freight 
rates between this district and the rest of the United States 
east of the Rocky Mountains. 

Two other important rate districts occupy the northern 
and southern halves of the territory, respectively. The North 
Pacific Coast Freight Tariff Bureau territory embraces the 
states of Washington, Oregon, Idaho and portions of Montana and 
Wyoming, while the Pacific Freight Tariff Bureau territory in- 
cludes the states of California, Nevada, Utah, Arizona and parts 
of Wyoming, Colorado and New Mexico. 

The boundaries of the North Pacific Freight Bureau terri- 
tory and those of the Pacific Freight Bureau territory overlap to 
some extent, and rates are published to and from these territor- 
ies and points east of the Rocky Mountains by the Transcontin- 
ental Freight Bureau. Considered as a whole, the territory west 


Table No. 1 


PACIFIC FREIGHT BUREAU TERRITORY REPRESENTATIVE 
CLASS RATES GOVERNED BY THE 
WESTERN CLASSIFICATION 
Rotes in Cents Per One Hundred Pounds 
Classes arnt 
From 1 4 B Cc 
Portand, Ore., to San Francisco, Calif. (standard all-rail)— 
8 58 58 39.6 39.5 39.5 39.6 39.5 39.5 
18.5 
42.5 


118 82 82 78 78 75 
Portland, Ore., to Stockton, Calif.— 
2 70 0 4 47.5 42.5 


7 5 49.5 47.5 
San eagomee, Calif., to ee A (standard all- a 
58 58 39.5 39.5 39.5 
(Ocean Arbitraries 
49. 42.5 "33 25 18.6 18.5 18.5 185 18.5 18.5 
STS ”_4 Calif., to Portland, Ore.— 
103 86 81. 9 58 58 56.5 53 52 42.5 
Los Angeles, Calif., to “Portland, Ore.— 
126 111 78 78 78 75 
47.5 42.5 


Stockton, Calif., to eae Ore.— 
so 78 49.5 


(Ocean ee ar ‘ 
49.5 42.5 25 18.5 


Portland, Ore., to Pt a Calif.— 
1 86 81.5 


18.5 18.5 185 18.5 
58 56.5 53 52 


8 
Portland, Ore., to Los Angee, Calif.— 
156.5 126 78 


82 82 
49.5 


of the’ Rocky Mountains is one of great size and of consider- 
able traffic significance. 


Characteristics Affecting Traffic. 


The district is not only one of vast spaces but of relatively 
scattered population. Large and rapidly growing cities are found 
along the Pacific coast, on the bank of rivers flowing to the 
Pacific ocean, in the great fertile valleys, and at junction points 
of railroad lines in the interior. San Francisco, Los Angeles, 
Oakland, Sacramento, and San Diego, California; Portland, 
Salem and Astoria, Oregon; Seattle, Tacoma, Olympia, Belling- 
ham, Walla Walla and Spokane, Washington; Boise Pocatello, 
Lewiston and Cour d’ Alene, Idaho; Butte, Great Falls and 
Helena, Montana; Reno and Carson City, Nevada; Salt Lake 
City and Ogden, Utah; Denver, Colorado Springs, Pueblo, Colo- 
rado; Cheyenne and Laramie, Wyoming; Phoenix and Tucson, 
Arizona; and Santa Fe and Albuquerque, New Mexico, are the 
most important cities of the district. Many of them, it will be 
noted, are either on or near the Pacific coast or on the eastern 
margin of the territory. Some of the eastern margin cities are 
in other traffic territories. 

Population is relatively sparse in the territory, except in 
the cities mentioned and in other smaller towns. The eastern 
half of the district has few cities and towns, except those along 
margins, while the western section along the Pacific coastal 
plain has many smaller cities and towns in addition to the 
larger cities. The eastern section has no water transportation 
facilities, while the Pacific ports are well supplied with coast- 
wise ocean transportation routes and the navigable rivers are 
used by steamboat lines. The excellent harbors along the Pa- 
cific coast are also used by a number of intercoastal and over- 
geas steamship lines, as well as by the purely coastwise lines. 








The traffic in the eastern section is relatively light. Mip. 
eral traffic is heavy, but the traffic in general is neither as 
heavy nor as diversified as that of the western section, where 
agricultural products, forest products, animals and their prod- 
ucts, manufactured goods, and miscellaneous traffic classifica. 
tions are relatively well balanced. 

The railroads of the eastern district and the eastern divisions 
of roads serving both sections of the territory are less numer. 
ous than in the western section. Rail mileage a square mile 
of area in relatively small in the eastern section, but the west. 
ern section has many more miles of line a square mile. Many 
of the largest centers of the western district are served by 
several strong rail lines as well as by carriers by water, 
while many of the eastern cities and towns are local points, 
each served by one rail carrier only. 

Keen rivalry among the. distributing and primary market 
centers of the district is another characteristic of the district, 
The railroads that parallel the coast compete directly and vig. 
orously with the coastwise steamship lines, while railroad com- 


Table No. 2 


REPRESENTATIVE CALIFORNIA-UTAH GROUP RATES 
GOVERNED BY THE WESTERN CLASSIFICATION 


Rates in Cents Per One Hundred Pounds 


Ga RST SY ea Clases —$—_— ——_—_—_———, 
Between 2 5 A B Cc D E 


San Calif., tale Salt Lake City, Utah— 
216.5 1845 162.5 185 112 112 87.5 79 56.5 47.5 
Salt Lake City, Utah, and San Francisco, Calif.— 
216.5 184.5 162.5 135 112 11 87. 79 56.5 47.5 
Los pe Calif., roa — a. City, Utah— 
216.5 184.5 162.5 135 112 112 87.5 79 56.5 47.5 
Salt Lake City, Utah, and Los Angeles, Calif.— 
216.5 184.5 162. 5 135 112 112 87. 79 56.5 47.5 
Bakersfield, Calif., and Salt La t tah 
0 252.5 222.5 188 50. i 89 66 
Salt Lake City, Utah, and eee ge Calif.— 
301 952.5 222.5 188 150.5 154.5 123 106 89 66 
Sacremento, Calif., and Ogden, Utah— 
216.5 184.5" 162.5 135 112 112 87.5 79 
Ogden, Ay and ta Calif.— 
6.5 oe 162.5 135 112 ~ 412 87.5 79 
Denver = and San Francisco, Calif.— 
$17. «267.5 226 197 197 151 117 
San me. OE, Calif., and Denver, Colo.— 
366 317 267.56 225 197 197 151 117 110 
Cheyenne, Wyo., and San Francisco, Calif.— 
366 317 oneeT. 5 ” 92 5 197 197 151 117 110 


San i ae 7 and Cheyenne, Wwo.— 
366 267.5 226° 197 197 


151 117 
Group J franc Continental), and San Francisco, Calif.— 
267.5 225 197 197 151 117 110 
San Francisco, Calif., and Group J (Trans-Continental)— 
366 317 267.5 225 197 197 151 117 


petition is strong at points served by several carriers. The 
excellent highways that connect the cities and towns of the 
western section provide routes for many motor freight lines and 
for private industrial motor vehicles, but the long distances 
between cities and towns of the eastern section tend to reduce 
motor transportation, though it exists to a greater or less ex- 
tent in certain sections. Both the cities and the railroads of 
the slope are new, compared with those of the east, but both 
are growing rapidly in size and importance. Several of the 
largest and strongest railroads in the United States serve the 
territory, though-railroad development did not really begin until 
after the Civil War, and most of it has been since 1900. Trans- 
continental railroad service was first established in 1873 over 
the line of the Union Pacific and Central Pacific railways. 


Pacific Freight Tariff Bureau Territory. 


The intra-state class rates applicable within California, 
Nevada, Arizona, Utah, Colorado and New Mexico are usually 
made on distance scales prescribed by the respective state com- 
missions or by the Interstate Commerce Commission in cases 
where the intra-state rates affected interstate commerce. 

In California, distance scales of class rates are applied 
generally, except that the rates are reduced below the normal 
distance basis at points where competition of the railroads 
with the coastwise steamship lines and the river steamboat 
lines makes lower rail rates vitally-necessary. These distance 
rates and modifications were established originally by the 
Railroad Commission of California. Rates in northern California 
have been modified by several orders of the Interstate Com- 
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Real Through Service— 
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scope and character of Norfolk and Western 

Through Package Car Service from Norfolk, 
Va., (the world’s greatest natural port) to the West, 
South and Southeast. Daily, real ‘‘through cars’’ are 
loaded at the railway’s extensive ocean terminals at 
Lambert Point (Norfolk) to important cities through- 
out the states east of the Rocky Mountains. During 
September, for instance, more than two thousand 
through cars left Norfolk for 42 destinations in twelve 
states, insuring the prompt handling of all merchan- 
dise-moving via this efficient, economical route. 





Almost ‘‘as the crow flies’’ these routes are direct 


~ ‘ —the shortest distances between points of origin and 
.d destination. Thus the great centers of production in 
“ the East and South and the great consuming centers 
X- of the Midwest, West and Northwest are brought 
3 ; together by bands of steel and unexcelled, regular, 
e dependable service. Time and Space—the ancient 
1 enemies of industry—become less formidable; keen 
- trafic men find a solution to another of their many 
‘ problems. 


Norfolk and Western representatives are located in 
all ‘‘key’’ cities east of the Rocky Mountains. A 
call will bring more detailed information and always 
—courteous cooperation. 


— — a 





NORFOLK AND WESTERN RAILWAY 
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merce Commission. In 1922, interstate class rate scales were 
prescribed by the Commission for application between points in 
Oregon and California points. These scales were ordered as 
minimum rates between points in California that were in com- 
petition with the Oregon shipping points for traffic in northern 
California.1 Fourth section relief has been granted California 
carriers by the Commission in several decisions, notably in 
Pacific coast fourth section application in 1927.2 Intra-state 
rates have, in many cases, been adjusted to conform with inter- 
state scales. 

. Higher mileage rates are usually provided for branch line 
hauls than for main line hauls. Rates to and from branch line 
points are often constructed by combining the main line rates 
to or from the junctions with the higher branch line mileage 
rates between the junctions and the branch line points. A com- 
mon method of constructing branch line rates is the use of a 
percentage exceeding 100 per cent of the normal main line dis- 
tance rates for hauls of corresponding distance on branch lines. 

Departures from the distance scales are found not only 
at water competitive points but at points within relatively 
short distances of the points. These departures are sanctioned 
by the California Railroad Commission to enable the all-rail 
routes to compete with combination rail-water-and-rail routes. 
Commodity rates are affected by distance but not based so 
directly on distance as the class rates. 

Nevada class rates are usually distance rates or specific 
rates’ based on distance prescribed for each carrier by the 
Nevada Public Service Commission. 

Scales of maximum distance rates applicable between points 
within Arizona are prescribed by the Arizona Corporation Com- 
mission. Certain specific rates lower than the maximum mile- 
age rates are to be found in this state. 

Intrastate freight rates in New Mexico are based, usually, 
on a distance basis, except rates found reasonable by the New 


Table No. 3 


REPRESENTATIVE MAXIMUM CLASS RATES BETWEEN 
CALIFORNIA AND NEVADA POINTS 


Rates in Cents Per One Hundred Pounds 


a ee 
Between 1 2 3 4 5 A B Cc D E 


Sacremento, Calif., and Reno, Nev.— 
96 81.5 67 58 47.5 38.5 29 25 20 


47.5 
Reno, Nev., and Sacremento, Calif.— 
d 47.5 47.5 . 38.5 29 25 20 
Sacremento, Calif., and Lovelock, Nev.— 
119.5: 100.6 983.6 71.5 60 6 47.5 36 30 24 
Lovelock, Nev., and Sacremento, Calif.— 
100.5 83.5 gf 0 60 47.5 36 30 24 
ev.— 


Sacremento, Calif., and Elko, 
162 135 116.5 97 81 81 65 50 


Elko, Nev., and Sacremento, Calif.— 
162 135 116.5 «97 81 65 
Sacremento, Calif., and Tecoma, Nev. 
173.5 143.5 123.5 103 
Tecoma, Nev., and Sacremento, Calif.— 
105 173.5 143.5 123.5 103 103 


Mexico State Corporation Commission. A maximum distance 
scale with fixed percentage relationships of lower classes to 
the first class rates is in force in Wyoming intrastate traffic. 
These rates are related to the scale of district rates prescribed 
by the Commission in interstate commerce as the Missouri River- 
Nebra&ka scale.* Arbitraries are usually provided for joint line 
movements. 

Distance scales are provided by the Colorado State Commis- 
sion for intrastate application in that state. The rates are 
related closely to the interstate rates to and from Colorado 
points. Utah has distance intrastate rates prescribed for the 
carriers operating in that state by the Utah Commission. 

In general, in the states of the Pacific Freight Bureau ter- 
ritory, there are intrastate rates characterized by: 1. Distance 
scales in general use; 2. Reductions of scale rates at certain 
competitive points; 3. Arbitraries- added for joint line move- 
ments, in some cases; 4. Higher distance rates for branch line 
hauls; 5. Fixed percentage relationship among classes, in a 
few instances; 6. Rates generally governed by the Western 
Classification and by exceptions to this classification; 7. Com- 
modity rates relatively less directly affected by distance than 
the class rates but still largely influenced by distance in many 
cases. 


Interstate Rates in Pacific Freight Bureau Territory. 


Interstate rates between points in the western part of Pa- 
cific Freight Bureau territory paralleling the Pacific ocean 
are affected considerably by the coastwise steamship rates and 
by the combination rail-water-rail rates. The rail lines have 
sought to meet water competition not only at the ports but 
at interior points adjacent to the. ports. Reduced rates were 
made first by rail lines between such typical ports as Portland, 


ws I. C. C. 207. 
29 I. C. C. 3 
40-1. Cc. Cc 


. 201. 
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Ore., and San Francisco, Calif., to meet water competition 
These reduced rates gradually spread to other points tributary 
to the ports, and the Commission permitted the lower bases of 
rates and fourth section departures to be continued, subject to 
certain restrictions, in a series of cases following 1912. Djg. 
tance scales of maximum rates are provided between, main ang 
branch lines points. These rates are used as maxima when the 
specifically published point to point rates are higher than the 
distance rates.° Ocean arbitrary rates or water proportionaj 
rates are also maintained between ports to enable the rail cay. 
rier to meet the competition of the steamship lines. These 
rates are used in connection with local rail rates to and from 
the ports to construct combination rates. 

The class rates between points in California and Colorady 
points are usually graded according to distance, with the Trans. 
continental rates applicable between Group J and California 
points being used as “hold-downs,” or maximum rates. The 
same is true of class rates between California stations anq 
points in Wyoming. The rates between Utah and California are 
the result of a double relationship. The rates between the 
Missouri River and Utah Common points are used as a primary 
basis and the Utah-California rates are made by taking a per- 
centage of these rates. Many points in California and Utah 
are grouped, thus equalizing the rates at number of competi. 
tive points. Table No. 2 contains selected typical California. 
Utah group-to-group rates, and the rates between selected Colo- 
rado and Wyoming points and California terminals. 


California-Nevada Rates. 


Rates between California and points in Nevada are based 
on scales prescribed by the Commission, subject to maximum 








Table No. 4 


REPRESENTATIVE CLASS RATES BETWEEN CALIFORNIA, 
ARIZONA AND NEW MEXICO POINTS GOVERNED 
BY THE WESTERN CLASSIFICATION 


Rates in Cents Per One Hundred Pounds 
Fenner tn ence | 
2 3 5 A B Cc D E 
San Francisco, Calif., and Phoenix, Ariz.— 
267. 193 160 131 131 107 92 84.5 73.5 
Los Angeles, Calif., 
232 193 171.5 139.5 117 117 


and Phoenix, Ariz.— 
92.5 78 70 59 
San Francisco, Calif., and El Paso, Tex.— 
331 281.5 225 204.5 166 179 151 117 102.5 95 
Los Angeles, Calif., and El Paso, Tex.— 
331 281.5 213 188.5 152 164.5 145.5 102.5 83 
112.5 92 


M.— 
164.5 145.5 102.5 83 
San Francisco, Calif., and Deming, N. M.— 
3 253.5 225 204.5 166 179 151 112.5 95 
Los Angeles, Calif., and Deming, N. M.— 
267.5 229.5 205 188.5 152 164.5 145.5 106 
San Francisco, Calif., and Santa Fe, N. M.— 
366 317 267.5 225 197 197 151 110 92 
Los Angeles, ‘Calif., and Santa Fe, N. M.— 
6 J 267. 225 197 197 151 110 92 
Francisco, Calif., and Albuquerque, N. M.— 
303 253.5 225 204.5 166 179 151 92 
Los Angeles, Calif., and Albuquerque, N. M.— 
303 253.5 213 188.5 152 164.5 145.5 7 83 


Between > 


and Belen 


San Francisco, Calif. ™ A 
303 253.5 235 204.5 yw 179 151 


Los Angeles, Calif., Belen, N. M.— 
303 253.5 213 188.5 152 





capstone scales between Lovelock, Nev., and Sacramento, Calif.; 
Elko, Nev., and Sacramento, Calif.; and between Cecil Junction, 
Utah, and Sacramento, Calif. The scales are applied as maxi- 
mum rates at intermediate points. Distance rates are used when 
lower than the maximum rates. 

Typical rates between these points are shown in Table 
No. 3. ° 
California-Arizona-New Mexico Rates. 


Rates between California-Arizona and New Mexico, includ- 
ing points in the El Paso, Tex., group, were made originally by 
using the rates between the California groups and the most 
easterly points in Arizona as minimum rates, and the rates be- 
tween the California groups and the El Paso group as maxima. 
The rates between California points and points in New Mexico 
between these groups were graded between the minimum and 
maximum according to distance. The Transcontinental Group J 
rates were used as maxima. 

Several decisions of the Commission and of the California 
Railroad Commission have altered this original basis, though 
traces of the original basis are still evident. A scale of class 
rates was prescribed by the Commission for traffic between 
El Paso, Tex., and Phoenix, Ariz. The same scale was later 
used as a basis for rates between Los Angeles, Calif., and Phoe- 
nix and Tucson, Ariz., while rates between San Francisco and 
other California points and points in Arizona and New Mexico 
were the same as or differentially higher than these rates.’ 
Distance scales of rates prescribed by the Railroad; Commission 
of California for application between California points and points 


422 I. C. C. 366; 24 I. C. C. 34; and Fourth Section Order No. 1305. 
874 I. C. C. 207. 
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Go Home 
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for Christmas - - 


What could be a'better gift to self or to others 
than the joy of happy companionship? 


What could be a better gift to the home fofks 
than a surprise visit on Christmas? 


So, go home for Christmas! 


No matter where you may be—just think of 
the joy you will give and the happiness you 
will receive. Yes, plan now and go home for 


Christmas. 
. = 


But if you’re one of the lucky fellows who 
already has his folks nearby, be a big brother 
to some lonely chap and send him home for the 
holidays. You'll give much joy, but you'll re- 
ceive more—and really learn the true meaning 
of Christmas. 


Any representative of the Chesapeake & Ohio 
Railway will be happy to arrange your transpor- 
tation. If you wish, you may write T. H. Gur- 
NEY, General Passenger Agent, Richmond, Va., 
or to any one of the following: 


GEO. COOMBS 
A. G. P. A. 
CINCINNATI, OHIO 


J. B. EDMUNDS 
General Agent 
WASHINGTON, D. C. 


F. E. LANDMEIER 
W. P. A. 
320 N. Broapway, St. Louts 


O. N. SPAIN 
Ch. es. Me 
299 Broapway, New York 


The CHESAPEAKE & OHIO RAILWAY 


“The Road of Service” 
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near the California-Arizona line are now used as a basis on 
which the California-Arizona and California- New Mexico rates 
are graded upward according to distance. Typical rates be- 
tween Califorina, Arizona and New Mexico are shown in Table 
No. 4. 

Commodity Rates. 


There are numerous commodity rates established between 
points of production and centers of distribution and consump- 
tion in Pacific Freight Bureau territory. These rates are 
made on a great variety of mineral traffic, forest products, live 
stock and animals, agricultural products, raw materials for 
manufacturing, and manufactured and semi-manufactured goods. 

Typical commodity rates are constructed on one of the 
following bases: 1. Exception to the Western Classification; 
2. Percentage of a class rate; 3. Split rate between two classes; 
4. Mileage scales constructed for special commodities; 5. Group 
to group commodity rate basis; 6. Special rates constructed 
with little regard to distance, group, or existing classes, ad- 
justed to “what the traffic will bear.” 


$22 I. C. C. 279. 
30 LC. C. 56. 


OCTOBER RAIL EARNINGS 


The net railway operating income of the Class I railroads 
in October amounted to $166,311,162, which, for that month, was 
at the annual rate. of return of 5.88 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics which says: 


In October, 1927, their net railway operating income was $134,- 
040,214 or 4.85 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings in October is based on reports 
from 185 Class I railroads representing a total mileage of 240,306 miles. 

Gross operating revenues for the month of October amounted to 
$617,782,406, compared with $581,006,228 in October, 1927, or an increase 
of 6.3 per cent. Operating expenses in October totaled $401,159,687, 
compared with $399,841,398 in the same month in 1927 or an increase 
of three-tenths of one per cent. 

Class I railroads in October paid $39,082,169 in taxes, an increase 
of 7.4 per cent over the same month in 1927. This brought the total 
tax bill of the Class I railroads for the first ten months in 1928 to 
$324,653,800, an increase of $777,047 or two-tenths of one per cent 
above the corresponding period in 1927. 

Nine Class I railroads operated at a loss in October, of which 
Se in the Eastern, one in the Southern and two in the Western 

strict. 

Class I railroads for the first ten months in 1928 had a net 
railway operating income amounting to $986,144,837 which was at the 
annual rate of return of 4.73 per cent on their property investment. 
During the corresponding period of the preceding year, their net 
railway operating income amounted to $944,017,103 or 4.64 per cent 
on their property investment. 

Gross operating revenues for the first ten months in 1928 amounted 
to $5,151,980,026, compared with $5,239,430,243 during the corresponding 
period in 1927 or a decrease of 1.7 per cent. O erating expenses for 
the first ten months period of 1928 totaled $3,742,250,935 compared 
with $3,874,960,125 during the corresponding period the year before 
or a decrease of 3.4 per cent. 

Net railway operating income by districts for the first ten months 
with the percentage of return based on property investment on an 
annual basis follows: 








ee OU 6. sd o's. inb wo dy 6, a¥ 0 cin 6.9 dee $ 36,020,568 4.64% 
SE RA I i oa 5.6 v vib. o cdWeeteccecveses 173,105,564 4.85% 
COMMRGEME ERCOET TUOMION: « oinic ce ceccccicssicveve 216,423,630 4.95% 
POCHROUIRE FLOBION 2.0. ccc ccscvcccvess «++ 63,992,757 7.32% 
Totgl Eastern District............. -- 489,542,519 5.10% 
Total Southern District 108,592,106 4.19% 
Northwestern Region .........ceeseececvecvees 122,403,347 4.35% 
Central Western Region.............+-s+seeees 178,713,692 4.50% 
POOUNGIPUEEE RUGMION oo cc cces cece rscdisvccccc ge 86,893,173 4.66% 
Total Western District. ......0cccsccccvece 388,010,212 4.48% 
I TN | sab. 0 0-44 pais eendesenk ep a ae¥an $986,144,837 4.73% 


Eastern District 


The net railway operating income of the Class I railroads in the 
Eastern district for the first ten months in 1928 totaled $489,542,519, 
which was at the annual rate of return of 5.10 per cent on their 
property investment. For the same period in 1927, their net railway 
operating income was $482,954,207 or 5.15 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
Eastern district for the first ten months in 1928 totaled 
a decrease of 3.4 per cent under the rete ory, period the year 
before, while operating expenses totaled $1.8 8,976,759, a decrease of 
five r cent under the same period in 1927, 

lass I railroads in the Eastern district for the month of October 
had a net railway operating income of $74,511,773 compared with 
$54,935,532 in October, 1927. 
; Southern District 
Class I railroads in the Southern district for the first ten months 


in 1928 had a net railway operating income of $108,592,106 which was 
at the annual rate of return of 4.19 per cent on their property invest- 
ment. For the same period in 1927, their net railway operating income 
amounted to $118,675,353 which was at the annual rate of return of 
4.71 r cent. Gross operating revenues of the Class I railroads in 
the Southern district for the first ten months in 1928 amounted to 
$644,097,236, a decrease of 6.3 per cent under the same. period last 
ee ro operating expenses totaled $488,551,326, a decrease of 
3 er cen 

he net railway operating income of the Class I railroads in the 
Southern district in October totaled $16,342,738 while in the same 
month in 1927 it was $13,956,946. 


Western District 


Class I railroads in the Western district for the first ten months 
in 1928 had a net railway operating income of $388,010,212, which was 
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at the annual rate of return of 4.48 per cent on their property iny 
ment. For the first ten months in 1927, the railroads in that dj eat 
had a net railway operating income of $342,387,543 which was at 
annual rate of return of 4.05 per cent on their property investmen 
Gross operating revenues of the Class I railroads in the Wests 
district for the first ten months this year amounted to $1,981,273 i 
an increase of 2.2 per cent above the same period last year, While 
operating expenses totaled $1,414,722,850, a decrease of four-tenths 
of one per cent compared with the first ten months the year before 
For the month of October, the net railway operating income of 
the Class I railroads in the Western district amounted to $75,456 65) 
The net railway operating income of the same roads in October, 1997, 
totaled $65,147,736. ’ 


Class | Railroads—United States 








Month of October— 1927 
Total operating revenues............... $ 617,782,406 $ 581,006,999 
Total operating expenses............... 401,159,687 399,841;39¢ 
NN ios carne h dae Bob tiading ach % ie see 39,082,169 36,398'735 
Net railway operating income.......... 166,311,162 134,040,214 
Operating ratio—per cent............... 94% 68.829, 
Rate of return on property investment.. 5.88% 4.85% 

Ten months ended October 31— 

Total operating revenues............... $5,151,980,026 $5,239, 430,243 
Total operating expenses............... 3,742,250,935 3,874,960, 195 
EE tas nto. Pasa DEE wh OMe sao 0.4:0:4.5' CR 0% 324,653,800 323,876,753 
Net railway operating income.......... 986,144,837 944,017,103 
Operating ratio—per cent............... 72.64% 73.96% 
Rate of return on property investment.. 4.73% 4.64% 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 24 
totaled 1,028,690 cars as compared with 1,059,701 cars the pre. 
ceding week, according to the car service division of the 
American Railway Association. In the corresponding periods of 
1927 and 1926 the totals were 840,642 and 937,844, respectively, 

As compared with the loading the preceding week there 
were increases in the loading of grain and grain products, coal, 
and forest products, and decreases as to live stock, coke, ore, 
merchandise, L. C. L., and miscellaneous. 

Revenue freight loading by districts the week ended Nov- 
ember 24 and for the corresponding period of 1927 was reported 
as follows: 


Eastern district: Grain and grain products, 9,762 and 7,932; live 
stock, 3,100 and 2,656; coal, 48,988 and 32,222; coke, 2,542 and 2,344; for- 
est products, 3,903 and 3,791; ore, 2,932 and 2,042; merchandise, L. C. L., 
71,852 and 59,415; miscellaneous, 91,272 and 70,507; total, 1928, 234, 301; 
1927, 180,907; 1926, 210,004. 

Allegheny district: Grain and grain products, 4,869 and 3,675; 

50,936 and 36,461; coke, 5,480 and 


live stock, 32,281 and 2,054; coal, 
4,240; forest products, 3,125 and 2,446; ore, 7,754 and 5 861; mer- 
chandise, L. C. L., 55,3388 and 49,225; miscellaneous, 84,779 and 67,219; 
total, 1928, 214,562; 1927, 168,181; 1926, 201,264. 

ocahontas district: Grain and grain products, 201 and 176; live 
stock, 164 and 124; coal, 44,502 and 31,563; coke, 332 and 375; forest 
products, 1,608 and 1,308; ore, 174 and 89; merchandise,’ L. C. L., 
7,778 and 6,617; miscellaneous, 6,210 and 4,958; total, 1928, 60,969; 
1927, 45,210; 1926, 61,590. 

Southern district: Grain and grain products, 4,190 and 2,973; live 
stock, 2,023 and 1,759; coal, 25,003 and 22,498; coke, 526 and 460; forest 
pores, 21,783 and 18,730; ore, 1,127 and 1,277; merchandise, L. C. 

., 41,500 and 36,402; miscellaneous, 57,967 and 650,859; total, 1928, 
154,119; 1927, 134,958; 1926, 146,618. 

Northwestern district: Grain and grain products, 15,904 and 
12,285; live stock, 9,668 and 7,865; coal, 8,381 and 10,734; coke, 1,206 
and 1,331; songat peeene 15,576 and 138,681; ore, 1,444 and 1,136; 
merchandise, L. C. L., 32,760 and 29,197; miscellaneous, 35,918 and 
28,839; total, 1928, 120,857; 1927, 105,068; 1926, 102,908. 

Central Western district: Grain and grain products, 13,956 and 
11,229; live stock, 12,754 and 10,707; coal, 17,171 and 14,028; coke, 
306 and 307; forest products, 10,315 and $,283: ore, 3,888 and 3,141; 
merchandise, L. C. L., 34,354 and 29,899; miscellaneous, 63,467 and’ 
53,647; total, 1928, 156,211; 1927, 131,241; 1926, 135,784. 

Southwestern district: Grain and grain products, 5,857 and 4,485; 
live stock, 2,904 and 2,976; coal, 5,961 and 5,288; coke, 167 and 203; 
forest products, 8,591 and 7,766; ore, 433 and 486: merchandise, L. 
Cc. L., 16,1383 and 14,874; miscellaneous, 47,625 and 38,999; total, 1928, 
87,671; 1927, 75,077; 1926, 79,676. 

Total, all roads: Grain and grain products, 54,739 and 42,755; live 
stock, 32,894 and 28,141; coal, 200,892 and 152,794; coke, 10,559 and 
9,260; forest products, 64,901 and 56,005; ore, 17,752 and 11,030; mer- 
chandise, L. C. L., 259,715 and 225,629; miscellaneous, 387,238 and 
315,028; total, 1928, 1,028,690; 1927, 840,642; 1926, 937,844. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January ........ 3,447,723 3,756,660 3,686,696 
Four weeks in February ....... 3,589,694 3,801,918 3,677,332 
Five weeks in March............ 4,752,031 4,982,547 4,805,700 
Four weeks in April ........... 3,738,295 3,875,589 3,862,703 
Four weeks in May ............ 4,006,058 4,108,472 4,145,820 
Five weeks in June............ 4,923,304 4,995,854 5,154,981 
Four weeks in July............. 3,942,931 3,913,761 4,148,118 
Four weeks in August........... 4,230,809 4,249,846 4,388,118 
Five weeks in September....... 5,586,284 5,488,107 5,703,161 
Four week in October........... 4,700,796 4,464,872 4,787,527 
Four weeks in November ...... 4,245,028 3,822,903 4,248,272 

ED Bk dh eee wttNigd a Vtg esa 47,162,953 47,460,529 48,608,428 


THEFT AND PILFERAGE 


Representative Kindred, of New York, has submitted in 
the House a petition of the Bureau for the Suppression of 
Theft and Pilferage protesting against the economic waste and 
loss caused by theft and pilferage in the harbor of New York 
particularly and throughout the United States generally and 
urging the passage of an act of Congress imposing, the severest 
penalty possible for the theft and pilferage of merchandise in 
transit either on land or aboard vessels in any of the waters of 
the United States. 





; ’ is smber 8. 
Vol. XLII, No.3 A 












“December 8, 1928 THE TRAFFIC WORLD 


“AGood Story 
about the ERIE” 


“Hitting the Ball at the Critical Time” 


Endicott Johnson Corporation had Shipments of 
their celebrated Shoes rolling to Customers who were 
opening new Stores. 


“Our Customers had arranged for opening new 
Stores on Saturday,” writes G. A. Scully, Traffic Manager 
of Endicott Johnson, “and wanted these Shipments not 
later than Friday, so as to get the Merchandise on the 
Shelves. 


“We were gratified to learn that they were delivered 
on Tuesday and Wednesday before. This is Wonderful 
Service greatly appreciated by ourselves and our Cus- 
tomers and is another Instance were The Erie has ‘hit 
the ball’ at a Critical Time.” 


|My 








OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


The volume of business in the full cargo markets has 
dropped off considerably in the last week, but this has not had 
the usual effect of a weakening in freight rates. The number 
of vessels available for December loading is small and the volume 
of fixtures has dwindled more because of the disinclination of 
shippers to bid up rates rather than because of lack of demand. 
Brokers are advising their clients that further strength is to be 
expected. The outlook for the next few weeks is for a con- 
tinual pressure of demand, with the result that rates may break 
away on the upside at any time. Shipowners arg withholding 
their vessels in the hope of getting more than the prevailing 
15 cent rate from Atlantic ports to Antwerp and Rotterdam. 

The current level of full cargo rates from Atlantic ports is as 
follows: 


December loading to the United Kingdom 3s 9d per quarter, 
January .to February loading 3s 6d to 3s 94; December loading to 
Antwerp-Rotterdam 15 to 16 cents per 100 pounds, January-February 
loading 15 cents; December loading to the Medtierranean 19 cents per 
100 pounds, January-February 18 to 18 cents; December loading 
to Hamburg-Bremen 16 to 17 cents per 100 pounds, January-February 
loading 16 cents; January-February loading from the Gulf to the 
United Kingdom 4s 3d, to Antwerp-Rotterdam 18 cents, to Ham- 
burg-Bremen 19 cents, to the Mediterranean 21% cents. 


Shipments of general merchandise are holding up well. No 
substantial changes are expected in freight conference tariffs 
apart from the individual adjustments that are made from 
time to time. 

The following changes in conference rates are reported: 


Transatlantic-United Kingdom—New contract rates have been 
established as follows: Camp cots, 30 cents per cubic foot, or 60 
cents per 100 pounds ship’s option, through October 31, 1929; sponges 
-and sponge refuse, 30 cents per cubic foot. Effective December 1, 
1928, the following rates will apply on cereals; cream of wheat, 
farina, flake oatmeal, grapenuts, hominy, Pettijohns, post wheat, 
meal —- quaker oats, roman meal, sunera, wheatena, 40 cents 

r 10 pounds in bags, and 45 cents per 100 pounds in cases; bran 
akes, corn flakes, fore krumbled bran, krumbles, muffets, post 
toasties, puffed rice, puffed wheat, ry-krisp (not bread), shredded 
wheat, 65 cents per 100 pounds in bags and cases; rolled oats (rolled 
or flattened oat groats), 35 cents per 100 pounds in bags, and 45 
cents per 100 pounds in cases. 

Wooden toothpicks, in cases, 35 cents per cubic foot; adhesive 
paste, 70 cents per 100 pounds; strawbraid, 25 cents per cubic foot. 

Transatlantic-Continent—Many changes in ocean rates have been 
made in this conference effective January 1. Some of the important 
changes are here listed: 

—Weight to— 


Hamburg Bremen Antw’ Rot’dam 
Tariff Contract Tari Contract 
Rate Rate Rate Rate 
Car couplers ..... Ee ee «+-$ 9.00 a ik daiaivita 6 a_i “ 
*Foil, aluminum, lead and/or tin.0.50-90 0.45-80 0.45-80 =... ss ‘ 
ee Meee, Gil ING, cccscccccce BEGD © cccccce © — daeearve 
Pipe, iron or steel, up to 4 inches 9.00 ....... ee. "Seb penn 
Pipe, iron or steel, 4-in. to 6-in... 10.00 __....... See 
ee eae * Pee ee TP °° weds vee 
Sheets, galvanized and plain, up 
Ge, CUE. 6.6 9/b. 6/60 0:09:09 0'6 s.0:4 2 010 0:6 eee. Sewanee | SeReerrrce™ 
Sheets, galvanized and plain, 20 
DE. 5 URGE psnweeedéeses ze eee 7 eee 
Steel, in boxes, cold rolled....... ea ee meee » Or “geo os 
EE oes 6 Cutdie'n dv ade b 604-466 Se. 2 exenee’ ? ia ta 
EEE Tee 10.00 $ 8.00 9.50 $7.50 
*Agricultural implements, agri- 
cultural machinery, not ex- 
ceeding 4,480 pounds ......... 10.00 7.00 9.00 7.25 
Automobile tires (cubic feet).... -40 -30 37% 274% 
Automobiles, auto trailers or 
trueks and parts set up or K. 
D. up to 3 tons inclusive, ‘ 
boxed or crated (cubic feet)... .20 ....... A Sa arr 
Carbon black (cubic feet)....... 25 -20 22 18 
Oilcloth and linoleum (cubic feet) .35 ....... Ge. weenese 
Canned seem, boxes strapped or 
wire sag 100 pounds)...... -60 -50 -55 45 
Canned goods, boxes not strapped 
or wired (per 100 pounds).... -70 ‘ -60 -65 -55 


*Ww/M. 
Tariff rates extended through April, 1929, and contract rates are 
effective through December 31, 1929. 


—Weight to— 
Hamburg Bremen Antw’p Rot’dam 
Tariff Contract Tariff Contract 
Rate Rate Rate Rate 
Forgings or castings, rough..... pe A Se Se ae =.” inweeeew 
CO EP een SR aette. Saas arb apace BR Ne ge wie ka ae Soeste 
IvGm OF Steel HANGS .....cccsecene gh otk a ee 
PPO GF BtOGl DATS .....ccccccceccs Jae ere + Seo eee 
Iron or steel billets............... a eS Ser Ree > taptsaue 
Boiler tubes, up to four inches 
outside measurement ....... See, slew ck | eae 
yr error ere RN ee eas r Wee: edeas ee 
Brass bars and billets, rough 
RES REA ae ee . eres 8 RT en 
Brass ingots, barrels or cases... 6.00 ....... ae ~.” Sheena 
ee RR Pee Be res beads BOONE Se sg Padieree 
Brass and copper scrap in cakes 
or briquettes, minimum weight 
50 pounds per piece, must be 
SEE. shad ascdvastecsiccuacs COO $ 6.00 7.50 $5.50 
Brass and copper scrap, loose, 
pieces weighing over 50 lbs. 9.00 7.00 8.50 6.50 
Wheels, new, loose .............. eS. iba} ade dy fe Pe 
eee, OIG,” WOOBS. So ivec cas icccs Seis ae . ae e* 
“WEOGUE, GED BRIGD «osc c ccc ccc ccse See. Yepesase > eieieceke 
Chains, iron or steel, in boxes or 
GAS sc nck no Giavcwss cae eRe araae we 10.00 Doabies 
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Per 100 pounds— 
SOE. TED kinks ct i awe siece -65 .50 -60 5 
Abrasives in kegs .......:..00.- -80 -65 75 60 
Bags, burlaps or cotton, with or 

without lining, in compressed 


Dales .....ceececcececccesseces 75 -60 -70 58 
Condiments, boxes strapped or 

WHO Seeking oh sh's-65:c Gs cae 00 68 - eS ae -60 
Condiments, boxes not strapped 

a ar ae cee ee  Peees ae — 
re ae SL, tees .65 «oon 
Copper sulphate .....cccesdescct Le se oe wae 
Condensed and evaporated milk, 7 

boxes strapped or wired..... -60 -50 .55 45 
Condensed and evaporated milk, 

boxes not strapped or wired. -70 .60 .65 55 
Malted milk, in barrels......... wn Lt weaned 75 aan 
Zine oxide ........ ecaeeteedcceses 55 45 -50 40 

Per cubic foot— 
Boilers, new or old.......... lentes : ae ee 1S re 
Office appliances and parts....... -70 -60 65 55 
Addressographs, adding ma- 

chines, comptometers, similar 

machines and parts ......... -70 -60 .65 .55 


Tariff rates extend through April, 1929, and contract rates are ef- 
fective through December 31, 1929. 

Transatlantic-France—Effective January 1, 1929, several rate 
changes will be made to French-Atlantic ports. Some of the most im- 
portant changes are noted below: 


Rate Effective Present 
Per cubic foot— Jan. 1 Rate 
I at Gh sk tana teas Sale aides esau tome ae 60: ¥ shea $0.28 $0.25 
Refrigerator boxes, without equipment............ 25 22% 
Refrigerator boxes, with equipment............... 35 32% 
PO CES aGineccs ae ode 00 S%.00 sadness ees aeae -45 15 
Eo a a Uece ade Sabb udesdeebheesouews .50 45 
IEE oa Sas, % 390 0,0 dane 00.5.9:556o ke 6dses c0ee --- 6.50 6.00 
Per 100 pounds— 
DID 5g AO Dae cad cde ote eaedeaaew ce ss 45 40 
6 sc alow J sed ons eae. Se o6 ews Woes ' Je 
SN IIS, isc iste w 3.0 'G.y piole niin whe we Wesco smare~s .90 .80 


*W/M. 

Present rates on the following items will be the same for next 
year: Rubber tires and tubes, 27% cents per cubic foot; agricultural 
implements and machinery, $8 per ton, weight or measurement (tariff 
rate) and $6.50 per ton, weight or measurement (contract rate). 

Portugal, France, Spain—Ocean rate of $13 per ton of 2,240 pounds 
has been established on fire brick and shapes and burnt clay dobies, 
in bulk, from Gulf ports to French Mediterranean ports. Rags, in 
machine compressed bales not over 85 feet per ton weight, now takes 
rate of 45 cents per 100 pounds from Gulf ports to Spansh and Portu- 
guese ports. 

West Coast Italy—At a meeting of the Gulf-Mediterranean Con- 
ference the following changes were made in ocean rates to the West 
Coast of Italy: New rate of $10 per ton of 2,240 pounds, or 40 cubic 
feet, ship’s option was‘established on paint in tins, in cases; rate 
= cmeaces black was reduced from 22% cents to 18 cents per cubic 
oot. 

Ocean rate of $12 per ton of 2,240 pounds has been established 
on fire brick and shapes and burnt clay dobies in bulk from Gulf 
to the west coast of Italy. Sulphate of ammonia from New York to 
ports on the west coast of Italy now takes rates of $9 and $8 per 
ton of 2,240 pounds on passenger and freight steamers, respectively. 

Far East—Rate on asbestos sand has been reduced from $17 to 
$14 per ton of 2,000 pounds, or 40 cubic feet, ship’s option. The 
rate on gasoline locomotives is now open. 

Rates changes from Atlantic ports to Japan and China ports (ex- 
cept Shanghai), effective November 21: Cover paper, base rate $20 
per ton of 2,000 pounds, or 40 cubic feet ship’s option. Asbestos sand, 
reduced to $14 per ton of 2,000 pounds or 40 cubic feet ship’s option 
to base ports. Glass jugs, $10 per ton of 2,000 pounds or 40 cubic feet 
ship’s option to base ports. The usual 50 cents per ton is assessed 
on shipments to Shanghai. 


Australasia—Lines are not quoting beyond December 31, and in 
the instance of automotive products are quoting only from steamer 
to steamer. It is expected that the settlement of disputes reached 
by the lines in this trade will result in stabilization of rates, ef- 
fective January 1 

Effective with the sailing of the following steamers the ocean 
rates on automobiles to Australia and New Zealand will be as fol- 
lows: Tariff rate—$14 per ton of 2,240 pounds or 40 cubic feet ship’s 
option; contract rate—$12 per ton of 2,240 pounds or 40 cubic feet 
ship’s option. Norton Lilly Co.’s steamship City of Winchester from 
New York, December 15, Roosevelt Steamship Co.’s steamship City of 
Dalhart from New York, December 15. Funch, Edye & Co.’s steam- 
ship Port Melbourne from New York, December 19. National Ca- 
ee — Limited steamship Canadian Victor from Halifax, 
anuary 


Former rates on automobiles were—$6 per ton, weight or meas- 
urement, to Australia and $8 per ton, weight and measurement, to 
New Zealand. 

River Plate—Carbolic acid, liquid, now double first class, remains 
the same, but carbolic acid, crystals, is now.designated as first class. 
Canoes now take the boat rate. Weed killing or tree compound now 
takes the insecticide rate—fourth class, weight or measurement. 

Carbolic acid, crystal, now takes first class rates of $20 and $22 
per ton of 2,240 péunds, or 40 cubic feet, ship’s option on freight and 
passenger steamers, respectively. In future liquid carbolic acid only 
will take the double first class rate. Canoes—Rate increased from 
$10 and $11 per ton of 2,240 pounds, or 40 cubic feet, ship’s option 
on freight and passenger steamers, respectively, to $11 and $12 per ton 
of 2,240 pounds, or 40 cubic feet, ship’s option on freight and passen- 
ger steamers, respectively. 

Brazil—Cement, compound, lime (portland)—fourth class, weight 
or measurement. Empty shotgun shells and/or cartridges same as 
small arms ammunition—first class. Generally speaking the present 
rates to the River Plate and Brazil will obtain until June 30, 1929. | 

Empty cartridges will now take same rate as ammunitions, i. 
e., first class rate—to Rio de Janeiro, $20 and $22 per ton of 2,240 
pounds, or 40 cubic feet, ship’s option on freight and passenger 
steamers, respectively; to Santos, $21 and $23 per ton of 2,240 pounds, 
or 40 cubic feet, ship’s option on freight and passenger steamers, 
respectively. Cement compound, lime—rate increased to $13 and 
$14.50 per ton of 2,240 pounds, or 40 cubic feet, ship’s option on 
freight and passenger steamers, respectively, to Rio de Janeiro, and 
$14 and $15.50 per ton of 2,240 pounds, or 40 cubic feet, ship’s option 
on freight and passenger steamers, respectively, to Santos. 

Effective November 20, Uruguay increased the duty on automobile 
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accessories to 65 per cent ad valorem, making the duty the same as 
on automotive products. 

Far East—Steel springs other than vehicular will remain the 
same. New rate: apeines. vehicle, other than railway or automobile, 
now take a rate of $16 per ton, weight. 

Venezuela and Guiana—The rate on soda ash to La Guaira, Porto 
Cabello and Maracaibo, restricted to a value of 2 cents per pound, 
will be reduced by 25. per cent as of date December 10. Effective 
December 10, the rate on paper—news, printing and egy gro! paper 
—to Porto Cabello and La Guaira will be reduced to 50 cents per 
100 pounds. The rate on above mentioned paper to Curacao and 
Maracaibo stands at 70 cents per 100 pounds. he reduction to Porto 
Cabello and La Guaira was made primarily to meet European compe- 
tition, which is said to be covered by a fifty shilling rate per freight 
on 


The machinery heavy lift charge has been changed as follows 
on packages weighing from 42,001 to 50,000 pounds; to LaGuayra and 
Puerto Cabello, 40 cents per cubic foot or $3.20 per 100 pounds 
ship’s option; to Maracaibo and Coro, 40 cents per cubic foot or 
$3.40 per 100 pounds ship’s option; to Curacao, 30 cents per cubic 
foot or $3.20 per. 100 pounds ship’s option. Effective December 10 
the following rate changes will be made: Soda ash, 25 per cent off 
tariff rates to LaGuayra, Puerto Cabello and Maracaibo. Present 
tariff rates are LaGuayra and Puerto Cabello, 40 cents per cubic 
foot, or 85 cents per 100 pounds, ship’s option. Paper—news, print- 
ing, or wrapping, reduced from 76 cents to 50 cents per 100 pounds to 
LaGuayra and Puerto Cabello. 

Haiti—Ocean rate on artificial silk goods to Haiti is now 35 
cents per cubic foot or 70 cents per 100 pounds ship’s option. 


Application of the $9 minimum as the trans-Pacific carrier’s 
share of the through rate on shipments from Atlantic ports to 
the Orient via Pacific ports has been discontinued by the Pacific 
Westbound Conference. Individual lines in the Pacific trade 
are now free to make their own arrangements with intercoastal 
carriers. This minimum has been the cause of repeated clashes 
among the intercoastal lines.. Only three months ago the Dollar 
Line quit the group because of a clash with American-Hawaiian 
‘in regard to division of charges on Atlantic-Far East shipments 
via Pacific ports, but this difficulty was smoothed out later and 


the agreement was followed by the Oceanic & Oriental Line - 


joining the Pacific Westbound Conference. 


At the regular meeting of the River Plate & Brazil Con- 
ferences, the following rate changes were made effective at once: 


Brazil—All roofing material except brass and copper fourth class. 
Zinc sheets, bars, ingots and roofing fourth class. 

River Plate—Roofing except brass copper and zinc fourth class. 
Zinc sheets and roofing third class. Glass jars same as common 
glassware. Board building except insulated change to read except 
cork fourth class. Board, insulated, change to read, board, cork, 
fifth class. 

New Conference Lines 


Admission of the Panama Mail and Argonaut Steamship 
Lines to the Intercoastal Conference is announced by Robert 
C. Thackara, chairman of the conference, who has been holding 
a series of conferences with shippers in the middle west in the 
last few days. The Panama Mail, which has operated outside 
the conference since its formation, is to become a pooling mem- 
ber of the conference under the new agreement, which becomes 
effective January 1. The Argonaut Steamship Line will be a non- 
pooling member, but both will have the privilege of quoting 
class B rates. 

Acquisition of the two additional members places the Inter- 
coastal Conference on a much firmer basis than it has occupied 
heretofore, as it leaves only four lines in the trade outside of 
the group, and three of these, the Calmar, Isthmian, and Panama 
Pacific are understood to be definitely committed to observance 
of conference rates, rules and regulations. This leaves the 
Dimon Line in the position of being the only non-conformist. 

Defails of the new pooling plan have not yet been announced 
and it is not known whether the classification of the member 
lines will be the same as in the old agreement, but it is under- 
stood that the new plan will meet the objections raised by 
the B. & C. lines against the basis of division of pooled receipts. 

The Panama Pacific Line gave notice of withdrawal from 
the Conference last July, following the announcement of the 
joint through rate agreement between the Illinois Central and 
the Redwood Line, on shipments from Chicago territory to Pa- 
cific coast points via the Gulf. P. A. S. Franklin, president of 
the International Mercantile Marine Company, speaking for the 
Panama Pacific Line, said the withdrawal was due to the fact 
that the Gulf lines, under this agreement, were being permitted 
to divert traffic from the Atlantic lines and that the conference 
as then constituted was not effective. 8 

As a result of the change in the situation it is expected that 
the Panama Pacific will rejoin the conference group before the 
first of the year. Steps have already been taken to realign the 
Gulf Intercoastal Conference, and it is expected to be functioning 
by the first of the year in harmony with the Atlantic group. The 
Gulf group, it will be recalled, was dissolved as a résult of the 
Illinois Central-Redwood joint rate agreement, leaving all lines 
free to meet the new rates. 

The eastbound lumber rate situation has been stabilized by 
all of the carriers agreeing to observe the $14 rate fixed by the 
Eastbound Lumber Conference for November and December. 
It is understood that the same rate will prevail through January. 

Agreement between the Antwerp-Rotterdam lines and the 
Hamburg-Bremen. lines in regard to rates on competitive traffic 
of German origin is certain to be reached in the near future is 
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the opinion of J. E. Dockendorff, president of the Black Diamong 
Steamship Corporation, who returned a few days ago after a 
visit of several weeks in Europe during which he participates 
in the rate negotiations at The Hague and in Paris. 

Announcement was made that the lines engaged in the Ay. 
tralian and New Zealand trade, including the Canadian Nationa] 
Steamships, Ltd.; New Zealand Shipping Co., Ltd.; Norton, 
Lilly & Co., Funch, Edye & Co., Inc., and the United State, 
Shipping Board have agreed to restore the rates on automobiles 
to $14 a ton, with the proviso that shippers who desire to make 
contracts with the conference lines jointly may do so, the cop. 
tract rate to be $12 per ton. The restored rate is to be effective 
after the sailings of March vessels now on. berth. The rates 
were scaled down to $6 a ton last July to meet the competition 
of the Canadian National and in July the New Zealand Shipping 
Co. placed the steamer Baron Inchcape on to accept all cargo 
at $5 a ton as a protest against the policy of the Canadian 
National. 

The American Fruit and Steamship Corporation announces 
that it has concluded arrangements with the National Lines of 
Mexico and the Mexican Railway by which means these lines 
will recognize and accept shipments moving on through bills 
of lading either straight or to order, issued by railroads in the 
United States and Canada to points on their lines in Mexico 
routed in connection with their line New Orleans and their 
respective lines via Vera Cruz. 

These arrangements become effective at once and the United 
States and Canadian railroads are in position to issue a uniform 
export bill of lading through to interior points of Mexico. 

Shippers may negotiate these documents promptly upon re- 
ceipt of them when signed by the railroad representative, obviat- 
ing the necessity of issuance of an ocean bill of lading and the 
consequent delay in connection therewith. 

The American-Hawaiian Steamship Company, as managing 
agent for the Oceanic Oriental Navigation Company, was elected 
to the membership of the Pacific Westbound Conference at the 
special general meeting of the lines at Portland. 

The membership is understood to have been accepted on 
the same basis as those of the two former Shipping Board lines 
from the northwest, that is $1 differential on cargo of local origin I 
to Oriental outports when direct calls are made. 

Election of the Oceanic and Oriental Navigation Company 
to membership in the Pacific Westbound Conference was an- 
nourced following the meeting of the conference last week in 
Portland. The next meeting of the group will be held in Jan- 
uary. The States Line and the Tdcoma Oriental Line joined the 
conference some time ago making a total of eleven lines now 
included in the group. The admission of the O. & O. has an 
important bearing on the Intercoastal Conference situation as 
it insures observance of the $9 minimum on transshipments to 
the Orient of cargo carried by intercoastal lines from Atlantic 
to Pacific ports. 


SHIPPING BOARD REPORT 


“Legislation should be enacted looking to the transfer to 
privately owned American shipping interests of the peace-time 
business now handled by army and navy transports and by 
the vessels owned and chartered by the Panama Railroad Steam- 
ship Line,” says the Shipping Board in its recommendations to 
Congress in its twelfth annual report, made public December 3. 

Other legislative recommendations made by the board follow: 
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The legal department of the board has spent several years in 


- codifying the navigation laws, and the resulting code, together with 


a comprehensive bill amending and revising it, will again be pre- 
sented to Congress at the opening of the next session. The enactinent 
of the code should no longer be delayed. 

Changes should be made in the present laws relating to the divi- 
sion of damages in cases of collisions of vessels at sea, to conform in 
principle to the proposals of the International Marine Convention of 
1910. These changes should be brought about by legislation rather 
than by treaty. 

Recommendation is made that legislation looking to the adoption 
of The Hague rules, substantially as provided for in H. R. 12208, 
pen ge at the last session of Congress, should be enacted at an 
early date. 

A load line bill should be enacted into law prior to the forthcoming 
International Conference on Safety of Life at Sea, which is sched- 
uled to be held in London in the spring of 1929. The United States 
Load Line Committee (1928), formed during the period covered by 
this report, is now making a comprehensive study of this subject, 
and at a later date will doubtless submit its recommendations to 
Congress. 

Proxision should be made for tax exemption on American vessels 
operating in foreign trade, including a provision whereby deductions 
shall be allowed from taxable incomes derived from operating profits 
to the extent that such profits are devoted to new ship construction in 
American yards. 

Funds should be provided to carry into effect the act of Congress 
approved February 28, 1925, providing for the creation of a naval 
reserve. 

Congress might well give further consideration to the question of 
marine insurance, to the end that there may be established an insur- 
ance system which will place American vessels on an equality with 
foreign vessels in this important respect. 


Since 1921, according to the report, the board has sold to 
American citizens 1,164 ships, representing 5,360,144 tons, for 
$90,620,576.47, including 15 established ship-line services dis- 
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; From Veracruz to: 

; Mexico City - - 23 hours 
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From Tampico to: 
Mexico City 
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The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 
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posed of on the basis of guaranteed operation for a fixed num- 
ber of years. In the last fiscal year all the board’s remaining 
services on the Pacific coast were sold. As of June 30, 1928, the 
board still possessed 758 ships, of which 253 were in operation 
and 505 in the laid-up fleet. 

Reviewing the provisions of the merchant marine act of 
1928, the board said the new measure might be said to give 
every reasonable indication of accomplishing the three main 
purposes for which it was enacted, namely, to assist in the 
development of the American merchant marine generally, to aid 
in increasing the foreign commerce of the United States, and 
to facilitate the transfer of the government’s war-built fleet and 
established services to private American ownership. 

The report dealt in detail with developments under the ocean 
mail provisions of the merchant marine act of 1928. On the 
subject of comptitive discrimination, the board referred to Aus- 
tralian tariff regulations, Canadian tariff discrimination, and the 
effect of action in shipping matters taken by the Italians, French, 
Spanish and Chinese on the American merchant marine. 

With respect to Panama Canal tolls, the board said the 
great earning power of the canal brought into prominence the 
question whether concessions could be made to American ves- 
sels operating through the canal without violating treaty obli- 
gations. This question, as applied te coastwise and intercoastal 
vessels, has been and is under investigation by the board’s bu- 
reau of traffic. 

The board has made loans from its construction loan fund 
on 14 vessels that have been completed of an aggregate of 
$15,320,500, and has advanced $617,500 on loans for vessels not 
yet completed, as of June 30, 1928. In the fiscal year repay- 
ments on loans totaled $965,531.67. . 

In the part of the report dealing with the bureau of law, it 
was stated that the number of cases in litigation on June 30, 
1927, was 1,415, involving $343,724,462.29. On June 30, 1928, the 
number of cases in litigation had been reduced to 1,163, involv- 
ing $333,624,828.79. These figures included all litigation other 
than that handled by the admiralty division, which, in the fiscal 
year ended June 30, 1928, disposed of 478 cases, involving $10,- 
156,821.24. In 150 cases in favor of the board, involving $2,789,- 
733.07, there was collected either by way of settlements or 
judgments, $1,250,558.44. In 328 cases against the -board, in- 
volving $7,367,088.47, there was paid either by way of settle- 
ments or judgments, $1,520,051.46. The division received in the 
year 288 new cases, involving $5,003,454.15. 

The part of the report dealing with the Merchant Fleet Cor- 
poration shows that the total operating loss for the fiscal year 
1928 was approximately $16,279,000. This exceeded by about 
$350,000 the lost reported in the preceding year, when, accord- 
ing to the report, revenues were unusually high, due to the de- 
mand for tonnage and other special conditions prevailing at the 
time. In 1924, it was pointed out, the loss approximated $41,- 
000,000; in 1925, about $30,000,000; and in 1926, about $19,000,000; 

For cargo and combined passenger and cargo services, ex- 
cluding the United States Lines, the total loss was $16,926,000 
in the fiseal year 1928, said the report This loss included both 
voyage results and expenses of inactive vessels. 

The net result of operations of the United States Lines, 
the board’s passenger line agency in the north Atlantic, in the 
fiscal year 1928 was a loss of $465,000, including the share of 
administrative expenses of the Fleet corporation charged to 
these®* activities. 


SHIP OPERATING AGREEMENTS 

Cemmissioner Plummer, vice-chairman of the Shipping 
Board, commenting on questions raised as to legality of the 
“lump-sum” and “profit-sharing” plans approved by the Ship- 
ping Board for application to agreements with the board’s man- 
aging operators, said he did not question that the contracts un- 
der the plans could be drawn so as to be perfectly legal. He 
said there had been much discussion in the past as to the 
legality of the managing operators’ agreements. The vice-chair- 
man said the idea was to try out the new plans and pointed 
out that if they worked it would mean a vast reduction in the 
operating overhead of the Fleet Corporation, and a consequent 
saving to the people of the United States. He said the expected 
results might be outlined as follows: (1) A material saving to 
the government in the operation of its merchant marine; (2) 
improvement in the efficiency of operation, created by the in- 
centive given operators who would be working “more on their 
own” than ever before, and (3) an important step in carrying 
out the mandate of the merchant marine act requiring eventual 
private operation of the merchant marine by educating present 


opeartors along that line, through increased responsibility and 
initiative. 


SHIPPING BILLS 


Representative LaGuardia, of New York, has introduced 
H. J. Resolution 29 to create a commission for the revision of 
the shipping laws of the United States with a view to increasing 
safety measures. He also has introduced H. R. 14483, a bill 
fixing the liability of owners of vessels. 
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Personal Notes 


ee , 


S. B. Myers, the new president of: the Traffic Club of Ty 
Okla., was born in St. Louis, Mo. He was educated in th, 
public schools of St. Louis, and is a graduate of the Missouy 

State Normal, 4 
Springfield, Mo, 4 
the age of 18 year, 
he taught school aj 
Lebanon, Missouri, 
later entering the 
services of the & 
L. & S. F. Railway, 
in the general stores 
division of the pur. 
chasing departmen 
at Springfield, Mo 
He has a knowledge 
of all branches of 
railroad work, hay. 
ing been connected 
with the Frisco ip 
the mechanical ang 
transportation de. 
partments and with 
the chief dispatch. 
er’s office, the divi. 
sion superintend- 
ent’s office, the 
office of superintend- 
ent of yards and 
terminals, and with 
other departments. 
He also served as 
agent for the Frisco 
at Enid, Oklahoma. 
In February, 1918, 
he entered the service of the Gypsy Oil Company at Tulsa in 
the production department. In March, 1919, he became traffic 
manager for the Allied Refining Company, Tulsa, and in June, 
1925, this company was purchased by the Independent Oil and 
Gas Company, of which he is now traffic manager. In August, 
1928, this company purchased the Manhattan Oil Company of 
Kansas City, and Mr. Myers assumed the traffic duties of that 
company. . The Traffic Club of Tulsa realized the ability of 
Mr. Myers in his branch of work and as an organizer and a 
leader, and advanced him to the presidency of the club. He 
was elected a director of the club in 1927, first vice-president in 
1928, and president in 1929. He is an outdoor enthusiast, his 
hobbies being hunting, fishing and golf. 








George F. Berkemer has been appointed traveling freight 
agent, Pennsylvania, at Birmingham, Ala., succeeding H. E. 
Weaver, promoted. 

F. D. Austin has been appointed general coal and coke 
agent, Erie, at Chicago. H. W. Forward has been appointed 
freight traffic manager at Chicago, succeeding Mr. Austin. F. G. 
Lantz has been appointed assistant freight traffic manager at 
Chicago and W. V. Kennedy has been appointed assistant freight 
traffic manager at Chicago. J. G. Hill has been appointed 
general freight agent at Chicago. 

Roy S. Kern has been appointed chairman of the coal, 
coke and iron ore committee, Central Freight Association terri- 
tory, Traffic Executive Association, Eastern Territory, succeed- 
ing S. S. Bridgers, resigned to accept appointment as a member 
of the auxiliary committee, Central Freight Association. 

E. E. Elvidge has been appointed traveling freight agent, 
Wabash, at Chicago, succeeding H. C. Wagner, who has been 
granted a leave of absence because of illness. 

Lucine Snow has been appointed assistant freight traffic 
manager, Portland Terminal Company, Portland, Me. 

J. H. Carroll, Jr., has been appointed freight traffic manager, 
B. & O., at Pittsburgh. He will have charge of territory 
Triadelphia, W. Va., to Pittsburgh, Pa., west of Connellsville, 
Pa., and Holloway, Ohio, to Willard, O., exclusively, including 
branches. A. L. Doggett has been appointed general freight 
agent at Pittsburgh, succeeding Mr. Carroll. 


CHICAGO POTATO CONFERENCE 
Approximately 200 representatives of the potato industry, 
from the state and federal departments of agriculture and others, 
from 44 states and Canada, attended the national potato con- 
ference at Chicago, December 4 and 5, under the auspices of 
the agricultural council of the Central Western Shippers’ Ad- 
visory Board. R. E. Shepherd, president of the Twin Falls 


North Side Land and Water Company, Jerome, Idaho, was chair- 
man. 


The meeting was called in pursuance of the program 
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originated at the emergency meeting at Pocatello, Idaho, Septem- 
ber 17 and 18, because of serious overproduction. 

A permanent national potato committee was organized and 
the following recommendations were made to help stabilize the 
industry: Increase the existing duty on potatoes imported from 
foreign countries to $1.00 a hundred pounds; endorsement of a 
federal license law regulating and supervising wholesale pro- 
duce dealers, the principles of which are outlined in Senate 
document S-1294, commonly known as the Borah bill; reduction 
of potato acreage for 1929 of from 10 to 20 per cent; compulsory 
grading and national shipping point inspection to conform to 
grades already established by the Department of Agriculture; 
increase of existing duty on imported potdto starch to $3.00 a 
hundred pounds, and on dextrine to $4.50 a hundred pounds; 
compulsory branding or tagging of. all potatoes shipped show- 
ing weight and grade. 


ALLEGHENY ADVISORY BOARD 


The Allegheny Regional Advisory Board will hold its second 
annual meeting at the William Penn Hotel, Pittsburgh, Pa., 
December 13. An address will be made by E. W. Smith, vice- 
president, Pennsylvania. General transportation conditions will 
be reported by W. J. McGarry, American Railway Association, 
Washington, and conditions local to the board by C. F. Wolcott, 
district manager. Activity in the various industries and pro- 
spective car requirements will be discussed in reports of the 
commodity committees and the railroad representatives will 
report as to condition of equipment and other matters. Officers 
will be elected. A meeting of the nominating committee will 
be held December 12. An invitation has been extended to mem- 
bers of the board to attend the mid-year meeting of the Traffic 
Club of Pittsburgh the evening of December 12. O. K. Davis, 
secretary of the National Foreign Trade Council, New York, 
will be the speaker. 

’ 


MID-WEST SHIPPERS’ BOARD 


At a meeting of the committee appointed to nominate 
officers for the Mid-West Shippers’ Advisory Board, the selec- 
tions made were as follows: General chairman, George A. Blair, 
general traffic manager, Wilson & Company, Chicago; alternate 
general chairman, Lawrence Farlow, secretary, Farmers Grain 
Dealers Association of Illinois, Bloomington, Ill.; general sec- 
retary, J. E.. Bryan, traffic manager, Wisconsin Paper & Palp 
Manufacturing Traffic Association, Chicago. The next meeting 
of the board will be held at Chicago, January 3. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Atlanta held a dinner meeting at the 
Atlanta Athletic Club December’ 3. The program was sponsored 
by the Southern Railway. E. R. Oliver, vice-president of that 
road, was the principal speaker. Harrison Jones was toast- 
master. Addresses of welcome were made by the following: 
Governor L. G. Hardman, of Georgia; I. N. Ragsdale, mayor of 
Atlanta, and R. T. (Bobby) Jones, Jr. The Traffic Study Club 
will hold a meeting at the Chamber of Commerce December 12. 





The Traffic Club of Newark held a meeting at the Chamber 
of Commerce December 3. Spalding Fraser, counsel, North 
Jersey Transit Commission, was the speaker. A “Christmas 
Party” will be held at the Elks’ Club Decémber 27, at which it 
is expected there will be an attendance of approximately 500. 

The Traffic Club of New England will hold its annual meet- 
ing and election of officers at the Copley-Plaza, Boston, Decem- 
ber 13. Robert Foote will be the guest and speaker. His sub- 
ject will be “Flying.” There will be an elaborate program of 
entertainment. i : ay 





e 


The Miami Valley Traffic Club will hold its annual meeting 
at the Miami Hotel, Dayton, O., February 26. 








The Birmingham Traffic and Transportation Club will hold 
a meetinng at the Bankhead Hotel December 11. A moving 
picture featuring the German railroad system will be shown, 
through the courtesy of the German Railroad. The nominating 
committee will be announced. 





The Transportation Club of St. Paul did not hold its usual 
weekly luncheon December 4. A joint meeting was held with 
the St. Paul Association of Public and Business Affairs at the 
Athletic Club December 7, in the form of an open forum, at 
which Sir Henry Thornton, president of the Canadian National, 
was the principal speaker. 





The Traffic Club of Chicago will hold a musical and card 
party in.its club rooms December 13. The program includes 
dinner, entertainment by a number of artists of wide reputation 
and bridge. 





The Motor City Traffic Club of Detroit will hold a dinner 
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and election of officers at the Fort Shelby Hotel December y 
There will be a program of entertainment. ; 





The Traffic Club of St. Louis held a luncheon at the gy 
Club December 3. W. Ayton Cox, insurance rate expert, My 
souri Inspection Bureau, spoke on “Fire Insurance Rate Cop, 
putation.” The annual dinner will be held December 12. 





The Traffic Club of the Rochester (N. Y.) Chamber 
Commerce will hold a meeting at the Chamber of Commerce 
December 13. Charles Barham, vice-president, N. C. & St. |, 
Nashville, Tenn., will speak on “Southern Freight Rates.” Th, 
program includes a turkey dinner and various entertainmey 
features. 





The Toledo Transportation Club held a meeting Decembe; 
3. Dinner was served and there was a program of entertaip. 
ment. 





The following officers have been elected by the Oklahoma 
City Traffic Club: President, Graham Waring, general agent 
Missouri Pacific; first vice-president, W. R. Heyman, traffic map. 
ager, Oklahoma Gas & Electric Company; second vice-president, 
F. J. Wright, manager, Interstate Traffic Bureau; director, A. R 
Brown, general agent, C. B. & Q.; secretary, E. C. Wolfe, assistant 
manager Interstate Traffic Bureau. 





The Lansing Traffic Club will hold its eleventh annual 
banquet at the Hotel Olds December 12. Carl W. Otto, secre. 
tary-manager, Lansing Chamber of Commerce, will be the prin. 
cipal speaker. Father James Hermes will give the invocation 
and Hugh E. McGiveron, president of the club, will be toast. 
master. There will be an elaborate program of entertainment, 
including music by the Pere Marquette Athletic Association 
Orchestra, of Detroit. 





The Transportation Club of Peoria will hold its seventeenth 
annual dinner at the Pere Marquette Hotel December 18. J. E, 
Gorman, president, C. R. I. & P., and J. H. Hudson, director, 
organization service department, Illinois Chamber of Commerce, 
Chicago, will be the principal speakers. F. T. Miller, attorney, 
will be toastmaster. William C. White, president of the club, 
will make a-short talk. 





The Indianapolis Traffic Club will hold an “Industrial Night” 
at the Columbia Club December 13. Dean W. A. Rawles, de 
partment of commerce, University of Indiana, will be the prin- 
cipal speaker. 





The Bridgeport Traffic Association received an invitation 
from the Manufacturers’ Association of Connecticut to partici- 
pate with its members as guests of the New England Steamship 
Company and the N. Y. N. H. & H., on a one-day cruise, on 
the. steamship Nagatuck, of the port of New York, December 5. 





There was an attendance of approximately 125 members and 
guests at a meeting of the Traffic Club of Tulsa at the Mayo 
Hotel November 27. C. J. Payton, traffic manager, Sinclair Oil 
& Gas Company, was in charge of the entertainment. J. B. 
Blanton, president of the club, announced that installation of 
the newly elected officers would take place December 11, at the 
First Episcopal Church. H. L. Kendall, C. & A., was chairman 
of the committee in charge of the entertainment at a meeting 
at the Mayo Hotel December 4. Elmer Henderson, coach, Tulsa 
University, spoke on sportsmanship. 





The Traffic Club of St. Louis will not hold its usual luncheon 
December 10. The annual dinner will be held at the Jefferson 
Hotel December 12. 





The Junior Traffic Club of St. Louis will hold a meeting at 
the Warwick Hotel December 11. W. J. Siegel, general agent, 
Central of Georgia, will.be the speaker. The nominating com- 
mittee will be elected. A bowling party will be held at Heidel’s 
Alleys December 15. Jack Kueper has been appointed secretary 
to fill the vacancy occasioned by the resignation of Elmer 
Neuhouse. 


SENATE INTERSTATE COMMITTEE 
Senator Glenn, of Illinois, has been assigned to membership 
on the Senate interstate commerce committee, to fill the va- 
cancy caused by the death of Senator Gooding, of Idaho. 
A vacancy on the committee was created December 5 by 
the resignation of Senator Du Pont, Republican, of Delaware. 


COMMISSIONERS REAPPOINTED 


President Coolidge, December 6, sent to the Senate the nom- 


inations of Commissioners Aitchison, Porter and Farrell. 


“ pecember 8, 
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RATES ON JUTE 


% The Trafic World Washington Bureau 


Senators and representatives from south Atlantic, Gulf and 
Mississippi Valley states appeared before the Shipping Board 
December 7 to urge parity of rates on jute from Calcutta as 
between north Atlantic ports, principally New York, on the 
one hand, and the south Atlantic and Gulf ports, on the other. 


Against them were pitted senators and representatives from’ 


New York and Massachusetts, who argued for adoption of the 
agreement that was intended to end the jute rate war. The 
issues before the board were the same as those outlined in The 
Traffic World of November 17, page 1129. 

Probably so many senators and representatives had never 
before appeared at one time before the board. The board took 
the matter under advisement. Among the senators who spoke 


_were Ransdell and Broussard, of Louisiana; Brookhart, of Iowa; 


Shipstead of Minnesota; Sheppard, of Texas; Fletcher, of Flor- 
ida; Walsh, of Massachusetts; Copeland of New York; and 
Smith, of South Carolina. Among the representatives were 
Briggs, of Texas; O’Connor, of Louisiana; Edwards, of Georgia; 
MeMillan of South Carolina; and McCormack, of Massachusettts. 
Senators and representatives who could not be present sent word 
to have their names mentioned as being on one side or the 
other. 

Senator Walsh asserted that the controversy could be set- 
tled by fixing rates on the basis of distance. F. E. Brown, of 
Clark and LaRoe, counsel for the Port of Authority of New 
York, who defended the agreement, proposed to settle the rate 
war, asserted that New Orleans had a most preferential all- 
rate rate adjustment and that that could not be overlooked 
in fixing ocean rates. Senator Copeland criticized his colleagues 
in Congress who supported the southern position for having 
held a conference among themselves on the subject and not 
having informed north Atlantic senators of the move. 


LEASING OF BOSTON TERMINAL 


The Shipping Board has rejected bids for the leasing of the 
Boston army base and has instructed the Fleet Corporation to 
readvertise for bids. The latter was instructed to prepare new 
specifications that would contain a provision restricting ware- 
housing in competition with privately owned or controlled ware- 
houses. Bids will be received December 17. 


COMMERCE IN U. S. SHIPS 


In the nine months ended with September, American vessels 
carried, by value, 34.3 per cent of the domestic exports and 32.2 
per cent of the general imports of water-borne commerce of 
the United States, as compared with 35.3 per cent and 33.8 per 
cent, respectively, in the corresponding period of 1927, according 
to the monthly summary of foreign commerce issued by the 
Department of Commerce. For September the percentage for 
general imports was 32.4 as against 28.4 in September, 1927, 
and for domestic exports 33.4 as against 35.1 for September, 1927. 


SMUGGLING AND RAILROADS 

Seymour Lowman, Assistant Secretary of the Treasury in 
charge of customs, coast guard and prohibition, commenting 
on the plan adopted several months ago, after conferences with 
Amerioan and Canadian railroad representatives, to put a stop 
as far as possible to smuggling goods in freight cars across 
the border by fraudulent use of seals on cars, said that the 
plan was effective and that an improvement in the situation 
had been brought about. The plan was formulated to make 
unnecessary the searching of freight cars by customs officials. 


LEVIATHAN RECONDITIONING 
The Leviathan, of the United States Lines, will be sent 
to Boston for its annual overhaul about the middle of January. 
Efforts were made to have the Shipping Board send the vessel 
to Norfolk for repairs but decision was made to have the work 
done at Boston where it has been done heretofore. 


OCEAN MAIL CONTRACTS 


The Post Office Department has awarded to the Pacific- 
Argentine-Brazil Line of San Francisco the contract for trans- 
porting the mails, under the merchant marine act of 1928, from 
San Francisco and Los Angeles to Buenos Aires by way of 
Bahia Blanca, on the basis of the company’s bid, which was as 
follows: Class 6 vessels, $2.37 per nautical mile; class 5, $4, 
and class 4, $6. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
announced receipt of advice that the postal administration of 
Colombia put into effect the provisions of the Pan-American 
parcel post convention of Mexico December 1. Effective at 
once, the postage rate applicable to parcel post packages ad- 
dressed to Colombia will be 13 cents for the first pound or 
fraction and 12 cents for each additional pound or fraction, plus 
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5 cents per parcel surcharge. Parcels addressed to interio, 
points in Colombia are subject to transit charges. 

Effective December 1, according to advices received by the 
department, Bolivia put into effect the provisions of the ; 
American principal and parcel post conventions of Mexico. The 
postage rates on parcel post packages addressed to points jp 
Bolivia will be the same as to Colombia. A transit charge o 
20 cents a package applies in addition to the rates. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act were approved by the Shipping Boarg 
December 4: 


An agreement between Greek Line, Cosulich Line and Fabre Line: 
which fixes the minimum number of sailings per annum between 
Greek ports and the United States by each of the parties, classifies 
vessels, fixes minimum cabin class, second class and third clags 
passenger fares to be charged, and commissions payable to agents; 
and apportions the total passenger traffic carried by the three lines 
upon a percentage basis. In the event that a line fails to maintain 
the agreed minimum number of sailings, its apportionment is to be 
reduced accordingly, while a line carrying in excess of its allotted 
apportionment must compensate the short-carrying line or lines upon 
the basis set forth in Annex No. 2 to the agreement. A penalty de- 
posit of two thousand pounds sterling is required of each party and 
provision is made for arbitration of disputes or claims arising under 
the agreement. Willful violation of any article of the agreement sub- 
jects the offending carrier to a penalty of not less than $100. As the 
agreement is constructed on a three-carrier basis, it of course con- 
tains no provision for admission of other carriers. On this point the 
bureau has obtained from the three parties a joint signed statement 
that oy will act favorably in respect to applications of other lines 
for participation upon agreement establishing an equitable basis of 
apportionment. 

New York & Porto Rico S. S. Co. with Dollar Line: Arrange- 
ment providing for through movement of shipments from Genoa to 
Porto Rico via New York; the through rates, based on direct line 
rates, to be apportioned three-sevenths to the trans-Atlantic carrier 
and four-sevenths to the Porto Rico Line, which latter carrier is to 
absorb cost of transfer. 

Calmar Steamship Corp. with McCormick Steamship Co. and 
Nelson Steamship Co.: Through billing agreement covering move- 
ment of shipments from Atlantic Coast ports to Astoria, Portland, 
Tacoma and Seattle; transhipment Los Angeles Harbor or San Fran- 
cisco. The rates ———- to be Calmar local rates, out of which 
that carrier is to absorb the rates of the respective on-carrying line 
from point of transhipment as shown in tariff made a part of the 
agreement. On lots under 100 tons Calmar is to absorb drayage 
charges and inward and outward wharfage charges or state tolls 
aggregating $1.20 per ton. On shipments of 100 tons or more the inter- 
coastal carrier is to absorb 10 cent wharfage charges at Los Angeles 
Harbor or 15 cent state tolls at San Francisco, and coastwise lines 
are to call at the Calmar dock, eliminating transfer charges and 
outward wharfage charge or state toll. The agreement may be can- 
celled by any of the parties on thirty days’ notice. 


THE ALASKA RAILROAD 


The deficit of the Alaska Railroad, the government railroad 
in the territory of Alaska, for the fiscal year 1928 was $840,- 
890.93, as against $900,174.67 for 1927, according to the annual 
report of the Secretary of the Interior. 

There was an increase in operating revenues of $118,051.76. 
Expenses of maintenance and operation increased $58,768.02. 
An increase of $56,449.96 in bridge replacements charged to 
maintenance, contributed to the increased total of expenses, 
according to the report. Pay rolls for 1928 totaled $1,820,466.36, 
as against $1,856,600 for 1927. The average number of persons 
employed in 1927 was 953 and in 1928, 934. 

The work being done to complete and improve the railroad 
was indicated. 


GREAT NORTHERN ELECTRIFICATION 


Electrical operation of approximately 80 miles of main line 
of the Great Northern between Wenatchee and Skykomish, 
Wash., completing that line’s program of electrification through 
the Cascade Mountains, began December 4. 

Completion of the project, along with the opening of an 
eight-mile tunnel, which will be ready for trains shortly after 
the first of the year, and the relocation of 20 miles of east 
approach to the tunnel, represent an expenditure of $25,000,000 
by the Great Northern in improving its route through the Cas- 
eades. According to the announcement, it represents the largest 
refinement project undertaken by any northwestern road since 
1917. 

The tunnel will lower the summit elevation of the crossing 
by more than 500 feet, it is stated. Electrification will ma- 
terially reduce operating costs and expedite movement through 
elimination of duplications of helper service, delays caused 
thereby, and other losses of time and expense due to steam 
operation. It will be possible to increase the size of freight 
trains to as high as 4,200 tons, by adding power units to the 
tractive plant, according to the announcement. 

Forty stations of the National Broadcasting Company will 
broadcast dedicatory ceremonies on the occasion of the opening 
of the tunnel January 12, between 9 and 10 o’clock, eastern 
standard time. The program will include Ralph Budd, president 
of the Great Northern, Graham McNamee, and Madam Ernestine 
Schumann-Heink. The tunnel is said to be the longest railway 
tunnel in the world, and was built at a cost of $14,000,000. 
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Aerial View of Wilmington (Delaware) Marine Terminal 
and adjacent industrial sites. 






“W ould a branch plant be more 
profitable than an addition 
an to the parent-plant ?” 












tolls HEN the question faces you, consider the oppor- 
ces tunities of the area immediately adjoining the 
and modern Marine Terminal of the Port of Wilmington. 


We have in our favor, among other things: 







Low cost of land 
oad Close to coal and raw material sources 
40,- Adequate supply of pure water 
ual Plentiful supply of labor 
76. Low power rate 
02. Low tax rate 
to In the heart of a rich market 
es, Banking and Commercial facilities on the spot 
no Freight service of three trunk railroads 


Splendid roads favor motor truck haulage 









a: —and a Marine Terminal of the most modern construc- $10 000 000 00 Ocean Terminals 
tion and equipment, with covered and open storage— , . ‘ 

- surprisingly low rates. COMPOSED OF 

h, We invite correspondence and should welcome Concrete Wharves 

3 the, gppertandty of an, intersiew, ,All inquires Enclosed Fireproof Transit Sheds 

= Extensive Shipside Fireproof Warehouses 

rr CHARLES H. GANT, Manager Cotton Compress and Warehouses 
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CONSOLIDATION LEGISLATION 


The Traffic World Washington Bureau 


At the request of representatives of the railroads, the House 
committee on interstate and foreign commerce held a meeting 
December 4 for the purpose of hearing testimony on proposed 
changes in sections of H. R. 12620, the Parker railroad consoli- 
dation bill reported favorably by the committee at the last ses- 
sion of Congress, relating to securities. 


Railroad officials who were present at the hearing included 
Alfred P. Thom, general counsel of the Association of Railway 
Executives Robert S. Lovett, chairman of the board of direc- 
tors of the Union Pacific; A. H. Harris, vice-president of the 
New York Central in charge of finance and- corporate relations; 
R. J. Cary, vice-president and general counsel of the New York 
Central; C. C. Paulding, vice-president of the New York Central 
in charge of public relations; J. P. Blair, general counsel of 
the Southern Pacific; H. W. Clark, vice-president and general 
counsel of the Union Pacific; and E. H. Seneff, general solicitor 
of the Pennsylvania. 


The testimony, with respect to amendment of paragraph (2) 
of section 202 of the Parker bill, was to the effect that the bill 
as it stood would prevent a railroad company from buying a 
share of stock in another railroad company unless such purchase 
were in furtherance of a plan of unification and approval there- 
for had been obtained from the Commission, and that the situa- 
tion that would be created, if the bill became law, would be 
worse than that which existed now with respect to the con- 
solidation of railroads. The part of the bill referred to provides 
that it shall be unlawful for any carrier, after the enactment 
of the bill, to consolidate or merge with any other carrier 
or to acquire directly or indirectly through any agency “any 
right, title or interest in any of the railway properties of, or 
any of the voting securities issued by any other carrier” unless 
such consolidation, merger or acquisition is in accordance with 
the provisions of the bill or with an order of the Commission. 
The amendment proposed was that the language quoted in the 
preceding sentence be eliminated and that the words “the con- 
trol of any other carrier, by a purchase or lease of railway 
properties of such carrier, or by a purchase of its capital stock, 
or in any other manner” be substituted therefor. 


It was pointed out that the Union Pacific, for example, 
owned stock of the New York Central and of the Illinois Central 
railroads, and that if the bill as written became law, it would 
be impossible for the Union Pacific, as a stockholder of the 
New York Central or the Illinois Central, to take advantage of 
an offering of additional stock to their stockholders by the New 
York Central or the Illinois Central. The argument was made 
that the Commission should have authority to control the situa- 
tion with respect to any form of unification, but that the aythor- 
ity should not extend to the acquisition of shares of stock 
short of an amount necessary to acquire control. 


It was also contended that, under state laws, railroad cor- 
porations had been permitted to invest in the securities of other 
railroads and that that should not be interfered with by the 
proposed legislation except when the purchase of stock was 
involved in the establishment of control for unification pur- 
poses. The New York Central system, it was pointed out, had 
been built up gradually by acquisition of stock from time to 
time in the companies that were now a part of the system. 


(Representative Denison, of Illinois, inquired why a railroad 
should invest in the stock of another company. Mr. Clark, 
of the Union Pacific, said the New York Central holdings of 
his company were valuable to its stockholders as an invest- 
ment and he.saw no injury to the public from the existence of 
such holdings. Asked if there would be objection fo specific 
provision being made that the Commission should have author- 
ity to pass on acquisition of shares of stock of a railroad by 
another railroad, short of control, Mr. Clark replied that there 
was and that the railroads should not be required to go to the 
Commission in such instances. It was his view that if the 
intention of a company, in acquiring stock short of control, 
was eventually to acquire control by purchase of more stock, 
it would ask the Commission’s authority on that basis. He said 
the railroads had been put to a great deal of trouble on account 
of paragraph 12 of section 20a of the act, relating to inter- 
locking directorates, because that part of the law, intended to 
prevent evils growing out of interlocking directorates, had been 
interpreted as requiring approval of the holding of positions 
by officials or employes in more than one company within a 
system. His point was that in setting up prohibitions for the 
purpose of striking at evils, Congress should not enact a bill 
with language in it that would go much farther than intended. 

Members of the committee indicated that if the Commission 
did not have control over all stock acquisitions, unifications 
might be effected in fact indirectly before application for author- 
ity to do so was made to the Commission. Mr. Clark did not 
think that carriers would take such a risk. 

Mr. Harris, of the New York Central, made the point that 
if a carrier were required to go to the Commission for per- 
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mission to acquire stock short of control, the result wouig be 
that the price of the stock would go up. 

Representative Rayburn, of Texas, indicated he though 
there was too much language in the Parker bill. 

R. C. Fulbright, chairman of the legislative committee of 
the National Industrial Traffic League, appeared in support ¢ 
such an amendment as would enable a carrier to acquire sto 
short of control but with the Commission in complete contrg 
as to any form of proposed unification. He-~said the League 
favored the amendment as outlined hereinbefore. 

The hearing was completed at an afternoon session Decep, 
ber 4 at which Mr. Thom and Mr. Lovett made statements jy 
support of the carriers’ position. The latter emphasized thy 
the carriers, with respect to the amendment relating to acgy. 
sition of stock short of control, were not asking for affirmatiys 
action by Congress, but simply that they be permitted to cop. 
tinue to do along that line what they had been doing since they 
were created as corporations, and that the right to do this bp 
not taken from them. 

Mr. Thom made a general plea for action by Congress oy 
the consolidation bill. He said a grave situation was confront. 
ing the railroads—that the transportation situation was chang. 
ing—that the Commission had found that the carriers were lps. 
ing less-than-carload and short-haul business, but gaining ip 
carload and long-haul business. He said it was essential, jf 
the railroads were to meet these changing conditions, that they 
be permitted to readjust their facilities. He said there mugt 
be a readjustment if the railroads were to meet economic 
changes. He illustrated his point by referring to cities widening 
streets and narrowing sidewalks to take care of traffic, as against 
the former days when sidewalks were wide and streets narrow 
because there was little traffic in the streets. He argued that 
there must be a broadening of the highway for the railroads 
to meet the changed conditions. 

Mr. Thom recommended that paragraph (2) of section 205 
of the Parker bill, relating to disposition of securities by a 
carrier in cases in which the Commission would disapprove 
of their acquisition, be eliminated. He also offered an amend- 
ment to paragraph (3) of section 208, involving the rights of 
bondholders in unification cases, so that in those instances 
where bondholders had voting rights under mortgages, the 
burden would be placed on the trustee named in the mortgage 
to file with the carrier a certificate showing dissent if such were 
the case on the part of the bondholders, instead of the carrier 
having to seek out the bondholders. 

Chairman Parker, of the House committee on interstate and 
foreign commerce, will not make an effort to bring the railroad 
consolidation bill up in the House for action at this session 
unless he has assurances from the Senate that that branch of 
Congress intends to act on such legislation at this session. 
The chairman said it would.do no good for the House to pass a 
consolidation bill at this session unless the Senate were to take 
similar action. If the House passed the bill, he pointed out, and 
the Senate did not, the matter would have to be taken up as 
a new subject at the next session of Congress. 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, and several other representatives of the rail- 
roads conferred with Senator Fess, chairman of the subcom- 
mittee of the Senate interstate commerce on railroad consoli- 
dation legislation, December 5. It was understood that the 
senator indicated that an effort would be made to get a con- 
solidation bill before the Senate at this session. 


A published report to the effect that Chairman Parker, of 
the House committee on interstate and foreign commerce, had 
said that action on the consolidation and bus bills probably 
would be deferred until the next session of Congress was denied 
by Parker December 7. He said he had yet to confer with 
members in the Senate to determine what the Senate would do 
at this session. 


MOTOR VEHICLE LEGISLATION 

An effort to have reported to the House a bill providing for 
regulation of the bus in interstate commerce will be made by 
Chairman Parker, of the House committee on interstate and 
foreign commerce. He said he was’ particularly anxious to get 
such a measure before the House for consideration. 

The report as to the recommendation of the National Indus- 
trial Traffic League’s committee on highway transportation (see 
Traffic World, December 1, p. 1241) was too broad as to con- 
clusion No. 7 in the Commission’s report in No. 18300, the motor 
vehicle investigation. The conclusion in question was that there 
did not appear at this time any need for regulation of motor 
trucks operating as common carriers and not, as stated, motor 
vehicles. The Commission recommended regulation of the 
motor bus. 


ELECTRIC RAILWAY BILL 
Representative Johnson, of Indiana, a member of the House 
committee on interstate and foreign commerce, has introduced 
H. R. 14671, a bill ot amend the interstate commerce act as 
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Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
joes Wiest, 140 S. Dearbern 8t., 

Chicago, Il. 


RATES AT A GLANCE 


Usually a tariff is consulted for a single rate 
ona specific commodity from a given point to a 
given point. 

The procedure involved not only embraces the 
locating of the right tariff, but the additional 
finding of the particular rate. 

It often follows that more than one tariff, 
schedule or exception sheet has to be consulted 
before the desired LOWEST LEGAL RATE is 
determined. It is estimated that with a tariff 
file, 99% of the time is spent finding the tariff 
or tariffs and locating the rate; 1% in setting 
down the figure. 
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it affects electric railways. The bill is a revision of one intro- 
duced at the last session by Mr. Johnson. The principal pur- 
pose of the bill, said he, was to make definite the status of 
electric railways with respect to regulation by the Commission. 
He pointed out that there was controversy now as to the extent 
of federal regulation of electric lines and that the purpose of 
the bill was to clear up that situation. 

The bill declares it to be the policy of Congress to encour- 
age, promote, foster and preserve electric railway transportation, 
service and facilities, in connection with the commerce of the 
United States. As used in the bill, the term “electric railway” 
means any common carrier engaged in interstate commerce by 
railroad, over and along which cars are moved by the use of 
electricity as a motive power, excluding electrified sections of 
steam railroads. The Commission would be authorized to ap- 
prove consolidations of two or more electric railways. Other 
amendments that would be affected by the bill relate to valua- 
tion, depreciation, accounting and securities. 


SURCHARGE REPEAL BILL 
Representative Sabath, of Illinois, has introduced H. R. 
14675, a bill to amend section 1 of the interstate commerce act 
by making illegal the collection of a surcharge on travel in 
parlor and sleeping cars. The bill is similar to a number of 
other bills that were introduced at the last séssion and that 
are still “alive.” 


RAIL LABOR BILL 
Senator Brookhart, of Iowa, has introduced S. 4660, a bill 
to provide for the establishment of an 8-hour day for yard- 
masters of carriers. 


BOARD OF MEDIATION APPOINTMENT 


President Coolidge has nominated Patrick Norris Neff, of 
Texas, for reappointment to the Board of Mediation. 


BOOK ON RAILROAD REGULATION 


“Railroad Regulation Since 1920,” by D. Philip Locklin, 
Ph.D., assistant professor of transportation, University of IIli- 
nois, has recently been published by the A. W. Shaw Company, 
Chicago and New York. It is primarily descriptive, according 
to its author, “and one need not look for any ‘solution’ of the 
railroad problem in its pages.” Its purpose is “briefly to 
describe the important developments in the field of railway 
regulation that have occurred in the United States since 1920,” 
and, therefore, it deals largely with “the provisions of the 
transportation act of 1920, and with the interpretation and 
administration of that act.” The authoor states in the preface 
that it proceeds on the assumption that the reader is familiar 
with the elementary principles of railway economics and 
regulation. The chapter headings are as follows: Introduc- 
tion; post-war financial aid; rate regulation under the act 
of 1920; the general level of "rates; rate regulation under the 
act of 1920; miscellaneous; the Hoch-Smith resolution; regula- 
tion of service; intercorporate relations; financial regulation; 
the settlement of labor disputes; railroad valuation; depreciation 
accounting; some important rate controversies. 





’ TELEPHONE STATISTICS 


The Commission’s bureau of statistics has compiled selected 
financial and operating data of telephone companies, taken from 
their annual report for the calendar year 1927, which show 
that in that year the class A and B telephone companies paid 
taxes amounting to $79,808,953 for class A companies and $1,424,- 
168 for class B companies. Taxes for class C companies were not 
reported. 

Of the total collected from the class A companies, the 
United States took $25,736,379, and from class B companies, 
$430,323. Eleven states. collected more than $1,000,000 from 
class A companies, New York taking the largest: sum, $9,779,288. 
Illinois came next, its takings totaling $5,961,856, California next 
with $4,070,863, Massachusetts fourth, with its takings amount- 
ing to $3,774,891, Ohio next with $3,362,10%,and New Jersey 
next with $2,994,333, and the others with smaller sums. Penn- 
sylvania, the second state in population, took only $1,323,211, 
which is but little more than Indiana took, $1,319,094. The 
others of the eleven were Michigan, Missouri and Texas. 

The total miles of wire in the country were 62,096,369, of 
which the class A companies had 60,723,119; investment in fixed 
capital was $3,367,860,400, of which the class A companies had 
$3,237,983,930; other investments of both classes were $1,953,- 
742,357; cash, $51,589,728; materials and supplies, $29,208,324; 
total working assets, $247,951,939; capital stock, $2,936,572,935; 
unmatured funded debt, $1,027,527,356; total working liabilities, 
$194,427,216; accrued depreciation, $646,293,580; total corporate 
surplus, $490,265,199; operating revenues, $979,413,828; oper- 
ating expenses, $658,231,061; total taxes on telephone property, 
$81,904,357; operating income, $235,047,153; net income, $319,- 
756,638; dividends declared, $215,527,700, of which the class A 

companies declared $211,771,838. 
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' Questions and Answers | 


| In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
On interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to an «+ question pee to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions vag 7 bye practical traffic 
erageeng’ We do not desire to the place of traffic man but to 

Ip him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Switching—Application of Charges Therefor 

North Carolina.—Question: We would appreciate your giving 
us your opinion with reference to the following switching serv. 
ices performed at Point A: The shippers plant is located on the 
tracks of the Y Railroad; the Z carrier performed all the ter. 
minal switching from industries located on the Y Railroad and 
moves cars to the classification yards. The switching charge 
as carried in the Y Railroad Tariff is $5.85 per car for cross 
town switching, or for switching cars from a private siding on 
one industry track to a private siding on another industry. The 
shipper billed a car of material to be transported from A to B, 
an interstate movement. The carrier accepted the bill of lading 
and receipted for same. It later develops after the car had been 
moved from private siding to the classification yard, that through 
an error on the shipper’s part, the car could not at that time be 
allowed to go forward and the shipper requested that car be 
returned to his siding. In your opinion, is the carrier entitled 
to a switching charge of $5.85 for the outbound movement to the 
yard and $5.85 for the inbound movement from the yard back to 
the plant. It is, of course, presumed that the carrier is willing 
to surrender the shipment before any further services have 
been performed. 

Any Interstate Commerce Commission rulings, or court deci- 
sions in regard to this letter will be appreciated. 

Answer: In our opinion, a cross town switching charge is 
not applicable to the movement of the car from the industry 
tracks of the Y. R. R. to the classification yards and its return 
to the industry. Unless there is a published switching charge 
covering the movement between the industry and the classifica- 
tion yards it is a matter for the Commission to determine what 
a reasonable charge would be. See Seavery & Florsheim Co. vs. 
Director-General, 98 I. C. C. 295. 

Unless Z R. R. as agent for Y R. R. performed the switch- 
ing service the switching charge of the Z. R. R., if one applicable 
to the movement is published, in our opinion, the applicable 
charge, for the reason that Z. R. R. performed the transporta- 
tion service. 

Bribery of Railroad Employes 

West Virginia.—Question: Would appreciate your advising 
if you know of any decisions by the Commission regarding the 
presentation of gifts to railroad switchmen during the Christmas 
season. 

The question has come up of whether or not the presenta- 
tion of Christmas presents were in the nature of buying service. 

Answer: In its 34th Annual Report for the year 1920 and 
in its Annual Reports for each year following, the Commission 
has recommended that the interstate commerce act be amended 
to provide for the punishment of any person offering or giving 
to an employe of a carrier subject to the act any money or thing 
of value with intent to influence his action or decision with 
respect to car service as defined in the act, or because of such 
action or decision; and to provide also for the punishment of 
the: guilty employe, stating that bribery of this character, in 
many instances, cannot be directly and effectively reached under 
existing laws. To date, however, the act has not been amended 
in accordance with the Commission’s recommendation. 

Tariff Interpretation—Minimum Weights 

Illinois —Question: Kindly refer to T. C. F. B. Lumber Tar- 
iff No. 28-H, items 9 and 16. You will note that item 16 makes 
provision in case the carrier furnishes a larger car than ordered. 
Item 9 gives the minimum for the car used. In other words, 
where a shipper orders a 36 ft. car and is furnished a 50 ft. 
car his minimum will be 38,000 pounds, except that if the 50 ft. 
car is loaded to full visible capacity, the charges will be based 
on actual weight, but not less than 30,000 pounds. 

In case this 50 ft. car was not loaded to full visible capacity 
and if the lumber which was in the car would have loaded a 
36 ft. car to full visible capacity and the actual weight was 
34,000 pounds, does the shipper get the benefit of the actual 
weight, providing he made the statement on the Dill of lading 
to the effect that the 36 ft. car would have been loaded to full 
visible capacity? 

We believe that the Commission has ruled that where the 
lumber in a larger car would have filled the size of car ordered 
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[dling. Prompt forwarding. 
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NEWARK, N.J. 
STORAGE 


NEWARK WAREHOUSE CO. 
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Pool Car Distribution 


All Freight Unloaded Under Cover 
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to full visible capacity the shipper should get the benefit of 

the actual weight, but not less than 30,000 pounds, instead of 

being assessed the minimum of 38,000 pounds. 

Answer: The present provisions of Transcontinental Freight 
Bureau Lumber Tariff No. 28-H, to which you refer, were pub- 
lished in accordance with the Commission’s decision in Lumber 
Carload Minima, 56 I. C. C. 318, and 68 I. C. C. 98. In this 
case the Commission did not discuss the application of the full 
visible capacity weight of the car ordered as a maximum charge 
where the carrier furnished a longer car than that ordered, nor 
does the rule contain any provision which would require the 
carrier to apply this weight on a shipment loaded in the longer 
car furnished by the carrier. 

Freight Charges—Liability of Owner for Balance of Freight and 
Storage Charges Where Amount Realized from Sale of 
Goods Is Less than Legally Published Charges 
Maryland.—Question: I note on page 1142 of The Traffic 

World, issue of November 17, 1928, your answer in connection 

with liability of owner for balance of freight and storage charges 

where amount realized from sale of goods is less than legally 
published charges. 

Do you not feel that the liability of either the consignor or 
the consignee is established by the provision on the face of the 
original bill of lading, which reads: 

This shipment is to be delivered to the consignee without recourse 
on the consignor; the consignor should sign the following statement: 


“The carriers shall not make delivery of this shipment without pay- 
ment of freight and all other lawful charges.’’ 


It would seem to be clear that if the shipper signs this 
provision, the carriers have no recourse on him for the freight 
charges. 

Shall be glad to have your further views in regard to this. 

Answer: Where the consignee refuses goods it is our opin- 
ion that the consignor may be held liable for any balance of 
freight and storage charges where the amount realized from 
the sale of the goods is less than the legally published charges, 
inasmuch as a carrier may not compel the acceptance of the 
goods by the consignee. 

The acceptance of the goods by the consignee is, in our 
opinion, a condition precedent to the application of the provi- 
sions of section 7 of the Uniform Bill of Lading, Contract Terms 
and Conditions, in so far as the provisions thereof relate to the 
non-liability of the consignor for freight charges where the 
stipulation provided for on the face of the bill of lading is 
executed. 

Reconsignment vs. Reshipment 

Maryland.—Question: You have given some very good in- 
formation on page 1109 of the November 17 number of your 
Traffic World concerning reconsigning charges and we would 
like you to give us this information in a condensed form, quot- 
ing a number of I. C. C. cases which we can use in writing to 
about four railroad agents who are now making this charge. 
We ship a carload of feed to a junction point, using milling in 
transit as far as possible, then reship, using a new bill of lading 
to final destination. Some agents make this $2.70 charge for 
reconsigning and some do not and, if page 1109 applies, would 
like very much to have this information as above outlined. 

Answer: If there is in fact a reshipment from the point 
at which a new Dill of lading is issued, the assessment of a 
reconsigning charge is unreasonable under the decisions of the 
Commission in Chestnut Lumber Co. vs. Director-General, 89 
I. C. C. 236; Wilgus vs. P. R. R. Co., 113 I. C. C. 617; Cohen & 
Son vs. D. L. & W., 128 I. C. C. 727. See also Woodward & Son 
vs. Southern Ry. Co., 146 I. C. C. 583. 

However, until the reconsigning tariffs of the carriers have 
been amended so as to eliminate the provision for the assessment 
of a reconsigning charge on such shipments, the reconsigning 
charge must be paid, although it is recoverable as an unreason- 
able charge under the Commission’s decisions in the cases 
referred to above. , 

Freight Charges—Liability of Consignee 

Maryland.—Question: We sometimes have a carload of grain 
sold to us at a delivered price on which the rate is in question 
and consignor refuses to settle the excess freight bill, claiming 
the railroad is in error. Is it possible for us to refuse to pay 
this bill when the dispute is clearly between the shipper and 
the railroad company? 

Answer: The consignor as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
face of the bill of lading referred to in section 7 of the Uniform 
Bill of Lading Contract Terms and Conditions. L. & N. vs. 
Central Iron and Coal Co., 265 U. S. 59. 

On the other hand, the consignee, by acceptance of the 
goods, becomes liable for the full amount of the freight charges, 
whether they are damaged.at the time of delivery or not until 
later. P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577. 

The fact that the goods were sold f. o. b. destination has 
no bearing upon the liability of the consignee for the freight 
charges. In the Fink case the court said: 
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It is alleged that a different rule should be applied in this 
because Fink, by virtue of his agreement with the consignor, 
not become the owner of the goods until after the same had been 
delivered to him. There is no proof that such agreement was known 
to the carrier, nor could that fact lessen the obligation of the ¢op. 
signee to pay the legal tariff rate when he accepted the goods, Pa. 
Railroad Co. vs. Titus, 216 N. Y. 17. ' 


Routing and Misrouting—Loss of Milling in Transit Privilege 

Michigan.—Question: Can you. give us an opinion on the 
following case: 

Car of wheat was shipped from a point in Michigan to , 
poirt in New York state, bill of lading being marked “for milling 
in transit.” Bill of lading did not show any specific routing 
The initial carrier routed car so the milling in transit could not 
be protected, using an electric line as delivering carrier. A¢. 
count of this routing there is considerable overcharge in freight, 

We believe it was the duty of the carrier signing bill of 
lading to ascertain from shipper by what route milling in transit 
can be protected before moving the car. 

Answer: See, with respect to this question, the Commis. 
sion’s opinion in Elmore, Brame & Co. vs. S. A. & A. P. Ry, 
Co., 42 I. C. C. 351. The shipper in that case had placed the 
notation “for reshipment” on the bill of lading covering cottop 
moving from San Antonio, Tex., to Greenville, S. C. The ship. 
ment was subsequently reforwarded to Newberry, S. C., but, due 
to restrictions in the transit tariff of one* of the carriers, the 
through rate could not be applied on a portion of the shipment 
which moved from the transit point in two cars, but via different 
routes. The complainant contends that the notation “for reghip. 
ment” on the bill of lading was notice to the initial carrier of 
complainant’s intention to avail itself at Greenville of tariff 
provisions governing reshipping and a portion of the shipment, 
namely, 65 bales, was misrouted in not having been forwarded 
via the Southern Railway from Memphis to Greenville, by which 
route transit was available. The Commission held that as the 
defendants had no knowledge that the cotton was to be ulti. 
mately shipped to Newberry, there was merit in their conten. 
tion that, under Conference Ruling No. 214 (g) agents routing 
shipments cannot reasonably be expected to know the different 
reshipping rules at distant points and on lines of distant roads 
to or with which there are no specific joint rates, citing its 
decision in Bradley Lumber Co. vs. N. O. G. M. R. R. Co., 38 
I. C. C. 579. The facts in the above referred to case appear to 
be similar to those in the instant case. 

Freight Charges—Time Within Which Must Be Paid 

Ohio.— Question: In the November 17 issue of The Traffic 
World there appeared an article headed “Freight Bill Exten- 
sion.” In this article it is stated: “Under the present system 
all freight bills must be settled within ninety-six hours.” 

We have never enjoyed more than forty-eight hours’ credit 
and have just recently been taken off the credit list for violation 
of what the railroad terms “the forty-eight-hour credit.” 

Please advise us which is correct—forty-eight hours or 
ninety-six hours. 

Answer: Under the instruction by many, if not all, of the 
carriers, based on the Commission’s findings in Ex Parte No. 
73, 57 I. C. C. 591, an additional forty-eight hours, or a total of 
ninety-six hours’ credit, is allowed for the payment of freight 
charges, where a bond is executed. 

While the Commission’s order does not definitely require 
the execution of a bond by the consignor or consignee where 
the ninety-six-hour period of credit is allowed, but merely re- 
quires that the carriers take precaution deemed to be sufficient 
to insure payment of the charges within the ninety-six-hour 
credit period, it is our understanding that a bond is required 
in all instances where more than the forty-eight-hour credit pe- 
riod is allowed for the payment of freight charges. 


QUALIFIED PRACTITIONERS 


Editor, The Traffic World: 

You are to be highly complimented on your very fine 
editorial entitled “Commission House Cleaning,” in the Traffic 
World of December 1. It is of vital importance and very timely 
indeed. 

Now that The Traffic World, the Commission, and the N. 
I. T. League appear to be in virtual agreement regarding “the 
establishment of a bar of qualified men to practice before the 
greatest administrative tribunal in the United States,” I am 
encouraged to believe that tangible results will follow as 4 
matter of course. The editorial in question, together with 
Commissioner Aitchison’s suggestions referred to therein, is 
completely in accord with my own views and those of every 
member of our faculty. 

I take pleasure in complimenting The Traffic World, the 
Commission, and the N. I. T. League on this very laudable 
undertaking. It will, I hope, result in expediting procedure 
before the state and federal commissions through recognized 
practitioners qualified to act as such, and in so doing elevate 
the ethics of this “new profession” to its proper level. 

C. M. Starks, Vice-President, 


Chicago, Dec. 5, 1928. College of Advanced Traffic. 
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INDIANAPOLIS Service That Satisfies 


TRIPP WAREHOUSE COMPANY 
Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Bivd. NEW YORK, 260 W. Broadway 


Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


ORIENT IS 
SPEEDING UP! 


Customers in the Orient are doing 

business in the new tempo—they 

want their goods in a hurry. Meet 
this demand by shipping on ‘‘Presi- 
dent Liners” sailing every other 
Saturday from Seattle to Yokohama, 
Kobe, Shanghai, HongKong and 
Manila, and arriving from the Orient 
every alternate Monday. 


To add to this schedule, seven 10,000-ton 
express ‘‘cargo liners’’ maintain fre- 
quent, dependable service to and from 
Oriental ports. 


T. J. KEHOE, Gen. Eastern Agt.,32 Broadway, New York 
W. G. ROCHE, Inc., Gen. Agt. R.W. Bruce, Gen. Agt. 
1714 Dime Bank Bldg. ‘ 110 So. Dearborn S 4 
ae te Mich. Chicago, Ill. 
BATES, General syotess a 
1519 Railroad Avenue South, Sea: ashington 
76 offices in 22 countries at ees service 


American Mail Line 
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Great Lakes <> Po: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 
New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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SHIP BY’ BARGE! 
via THE OPEN GATEWAY TO the SEA 
AFFORDING SHIPPERS 
in Rates. 


Rogendel Freight Service with 20 
Delivery Alo le Steamers at New York Wictoue rans-shipment. 


Nothing Less Than Full Sores Loads Accepted. 650 
oomee —— average barge load. es move in fleets of four 
(4) with approximate total capacity of 2 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANT, Inc. 


25 Broadway, New York City, N.Y. 
RY: Bec Hang Buffalo Office: Chamber of Commerce Bldg. bevng Ue = 


Calmar Steamship Corporation 


CALMAR LINE—Coeast-to-Coast—Via Panama Canal 


Voy. Baltimore —— Los An 
New Ship Arrive— Depart Aartre pm Cony vol 
5 CALMAR Sailed Sailed Arrived Dec. 11 
5 PENNMAR Sailed Sailed Dec. 21 Dec. 26 
Sailed Dec. 9 Dec. 15 | Jan. 5 Jan. 10 
Dec. 18 Dec. 22| Dec. 24 Dec. 30 | Jan. 20 Jan. 25 
Jan. 3 Jan. 7| Jan. 9 Jan. 15/| Feb. 5 Feb. 10 
Jan.18 Jan. 22| Jan. 24 Jan. 30 | Feb. 20 Feb. 25 
——OO Oo 


San Franeisco 
Oakland Portland 
Arrive— Depart Arrive— Depart 


5 CALMAR Dec. 13 Dec. 16| Dec. 19 Dec. 20 
5 PENNMAR | Dec. 28 Dec. 31/ Jan. 3 Jan. 4 
5 YORKMAR | Jan.12 Jan. 15| Jan.18 Jan. ” 


5 MASSMAR | Jan. 27 Jan. 30| Feb. 2 Feb. ‘ 
5 OAKMAR Feb. 12 Feb. 15| Feb. 18 Feb. 19 ' Feb. 21 Feb. 23 


5 TEXMAR Feb. 27 Mar. 2} Mar. 5 Mar. 6 Mar. 8 Mar.10 
=—====€—==—=======__[_[[—[—$—[@——hMhaBBBBhBhBMBU6Uom ——Vhah—hmhBhBhnha@PEEeDS=EanE=E=an=|an=EDS=_ 
CALMAR’S SUPERIOR STOWAGE SUPERVISION 


ASSURES 
STEADY GAIN IN ADVERTISING SALES VALUE 
BY THE RESULTA ANT ENHANCEMENT OF PACKAGE APPEARANCE 
THINK IT OVER. 


For information regarding rates, etc., apply to 
CALMAR STEAMSHIP CORPORATION, 
rmack, General Agents, 


Sw: 
Sit Benne bes card of Trade 
201 Central Building, anh i 
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Digest of New Complaints 


No. 21684. Sub. No. 3. Same vs. A. C. L. et al. 

Same complaint and prayer as to same commodity from Acme, 
N. C., to Tuscumbia, Ala. 

No. 21684. Sub. No. 4. Ware Brothers Agency, Tuscumbia, Ala., vs. 
St. Louis-San Francisco et al. 

Unreasonable and discriminatory rates and charges on old cot- 
ton bale covering material, from Carl Junction, Mo., to Tuscumbia, 
Ala. Asks rates for future and reparation. 

. 21684. Sub. No. 5. Same vs. Atlanta & West Point et al. 

Same complaint and prayer as to shipments from Atlanta, Ga., 
to Tuscumbia. Violation of section 4 also alleged. 

. 21684. Sub. No. 6. Same vs. Atlanta & West Point et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on same commodity from Augusta, Ga., and Charleston, S. C., 
to Tuscumbia, and also on new cotton bale ee from same 
points of origin to points in Alabama, Georgia, Mississippi and 
Tennessee. Asks rates for: future and reparation. 

. 21684. Sub. No. 7. Same vs. L. & N. et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on old cotton bale covering, from Knoxville, Tenn., to Tuscumbia. 
Asks rates for future and reparation. 

. 21684. Sub. No. 8 Same vs. C. B. & Q. ét al. 

Unreasonable rates on same commodity from Mooar, 
Tuscumbia. Same prayer. 

. 21684. Sub. No. 9. Same vs. Missouri Pacific et al. 

Rates and charges in violation of first two sections of the act, 
on same commodity from:Atlas, Mo., to Tuscumbia. Same prayer. 

. 21684. Sub. No. 10. Sanfé“vs, C. R. L & P. et al. 

Unreasonable rates on same commodity. from Taylor, Marshall 
and Longview, Tex., to Tuscumbia. Same prayer. 

m F ing o™ Harrison Steel Castings Co., Attica, Ind., vs. Santa 

e et al. 

Rates in violation of sections 1 and 3 of the act, on steel cast- 
ings, from Attica, Ind., to Kansas City, Mo., Argentine, Kan., and 
M gama and St. Paul, Minn. Asks rates for future and rep- 
aration. 

. 21686. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania et al. 

Rate in violation of first three sections of the act, on rough 
lumber, from Aylesworth (Hebron), Ind., to Chicago, Ill. Asks 
reparation. 

. 21687. W. C. Shepherd, Atlanta, Ga., vs. Tallulah Falls et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on live stock, from Clayton, Ga., to Columbiana, Ala., shipment 
consisting of 16 mules. Asks reparation. 

. er rap Schnaible Coal Co. et al., Lafayette, Ind., vs. C. & E. 
. et al. 

Unreasonable charges on coal, from Clinton, West Clinton and 
Latta, Ind., and other points in the same coal districts, and from 
Benton and other Illinois points to Lafayette, Ind. Asks rates 
for future and reparation of $10,000. 4 

. i Richmond Mica Corporation, Richmond, Va., vs. A. C. L. 
e . 

Unreasonable rates and charges on scrap mica, from Martins- 
ville, Va., Spruce Pine and other N. C. points, to Richmond, Va. 
Asks rates for future and reparation. 

" “- ¢ Marland Refining Co., Ponca City, Okla., vs. Santa Fe 
et al. 

Unreasonable rates and charges on refined petroleum oil, from 
Ponca City, Okla., to Amarillo and other Texas points. Asks rates 
for future and reparation. 


J ny) Barnett Lumber Co. et al., McCook, Neb., vs. Santa Fe 
et al. 

Rates in violation of sections 1, 3 and 4 of the Act, on coal from 
points in Colorado and New Mexico to points in Nebraska. Asks 
rates for future and reparation. 


. 21692. F. C. Johnson, doing business as “Panama Warehouse,” 
Los Angeles, Calif., vs. Southern Pacific. 

Rates and demurrage charges in violation of section 6 of the 
act, on newsprint paper, from points in Oregon, Washington and 
British Columbia to Los Angeles, Calif. Asks reparation. 

. 21693. Edward Rose Co., Boston, Mass., vs. Boston & Maine et al. 

Rates in violation of sections 1 and 6 of the act, on cotton 
combers’ waste, from Lawrence, Mass., to Pawtucket, R. I. Asks 
rates for future and reparation. 

. 21694. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania et al. 

Rate in violation of sections 1 and 6 of the act, on rough lum- 
ber. from Columbia City, Ind., to Buffalo and North Tonawanda, 
N. Y., and Union City, Pa. Asks reparation. 

. 21695. Stonega Coke & Coal Co. et al. (address not given) vs. 
Norfolk & Western et al. 

Rates in violation of sections 1 and 3 of the act, on coal, from 
all points on Interstate Railroad to Lamberts Point, Va. Asks 
rates for future. 

. 21696. Main Central and Boston & Maine vs. Bangor & Aroostook 
and New Haven. 

Unjust, unreasonable, inequitable and unduly prejudicial divis- 
ions of joint rates. Asks that Commission prescribe just, reason- 
able and equitable divisions of joint rates to be received by the 
Bangor & Aroostook, and also retroactive finding from and after 
July 1, 1928, to date of Commission’s order. 

" a Decatur Box & Filler Co., Decatur, Ind., vs. Pennsylvania 
et al. 

Tilegal rates on egg cases, k. d., from Decatur, Ind., to Hastings, 
bn and from Portland, Ind., to Vicksburg, Mich. Asks rep- 
aration. 

. 21698. South Georgia Traffic Bureau, for Read Phosphate Co., 
Cordele, Ga., vs. A. B. & C. et al. 

Charges in violation of sections 1, 2 and 4 of the act, on 
fertilizer, from Cordele, Ga., to Lee, Fla. Asks reapration. 

s hea oe Manhattan Rubber Mfg. Co., Passaic, N. J., vs. D. L. 
. et al. 

Unreasonable rates on crude rubber, from New York, N. Y., to 
paeeate, and Whippany, N. J. Asks rates for future and repara- 

on. 

. 21700. Daetsch & Woodward, Inc., Brooklyn, N. Y., vs. Arcade & 
Attica et al. § 

Rates in violation of first three sections of the act, on wooden 
last blocks, from Croghan to Brooklyn, N. Y. Asks reparation. 

. 21701. Atlanta Terra Cotta Co., Atlanta, Ga., vs. Atlanta & West 
Point et al. 

Unreasonable rate on terra cotta, 

Covington, Va. 


Ta., to 


from East Point,, 


Ga., to 
Asks rate for future and reparation. 


Vol. XLII, Ng ™ 


No. 21704. The Southwestern Milling Co., Inc., Kansas City, Mo,, v., 
Cc. B. & Q. et al. 
Unreasonable rates and charges on wheat bran, from Chj 
Ill., to West Willow, Pa., on_wheat originating at Eckley, Coe” 
milled = transit at Kansas City, Mo. Asks rates for future and 
reparation. 


o — Union Oil Co. et al., Asheville, N. C., vs. Pennsylvania 
et al. 

Unreasonable charges on_refined lubrication oil and grease from 
the Oil City, Pa., district, Marcus Hook, Pa., Baltimore, Md., and 
St. Marys, Ww. Va., to Asheville, N. C. Asks rates for future ang 
reparation. 


lb = a pees Maryland Railway Co. vs. Maryland & Pennayl. 
vania et al. 

Complainant says it has sought to establish the same joint 
through rates on bituminous coal dnd coke to private sj 
on the Maryland & Pennsylvania in East York as are in eff 
for delivery by complainant at York, Pa., but that Maryland ¢ 
Pennsylvania has refused to join in establishment of said 
rates unless it obtains divisions alleged by complainant to hg 
excessive and unreasonable. Asks that the Commission require 
the rates to be established and fix the divisions. 


. 21707. Frederick L. Kellog, Mexico, N. Y., vs. New Haven et aj, 
Rates in violation of sections 1 and 2 of the act, on sea ga 
from Providencetown, Mass., to Mexico, N. Y. Asks rates for 

future and reparation. 


. 21655. Sub. No. 1. South Dakota Farm Bureau Federation, Huron, 
S. D., vs. C. & N. W. et al. 

Rates in violation of sections 1 and 8 of the act, and the 
Hoch-Smith resolution, on clover seed, from points in South 
Dakota to points’ in Minnesota, Wisconsin,, Illinois, 
Iowa, Nebraska, Kansas and Missouri and to South Da- 
kota points from points in North Dakota and Minnesota. Asks 
rates for future. 

. 21691. Sub. No. 1. City of Holdrege, Neb., et al. vs. Santa Fe et al, 

Rates in violation of sections 1 and 3 of the act, on coal, from 
points in Colorado and New Mexico to points in Nebraska. Asks 
rates for future and reparation. 

21708. Fulton Bag & Cotton Mills, Atlanta, Ga., vs. Mississippi 
Warrior Sefvice et al. 

Rates in violation of sections 1, 2 and 4 of the act, used burlap 
bags, from Toledo, O., to New Orleans, La. Asks reparation, 
21709. Carrollton Excelsior & Fuel Co., Ltd., New Orleans, La, 
vs. New Orleans & Northeastern. 

Alleges violation of first three sections of the act, and section 1 
of the Elkins act, in connection with transportation of slab and 
cord wood and excelsior wood, from Sandersville, Miss., to New 
Orleans, La. Asks rates for future and reparation. 


. 21710. Bartley Co-Op. Oil Co., Bartley, Neb., vs. C. & N. W. et al. 
Rates in violation of sections 1, 3 and 4 of the act, on kerosene, 
distillate, gasoline and lubricating oil, from Casper and other 
Wyoming points to points in Nebraska and Colorado. Ask rates 
for future and reparation. 
. 21711. Dixie Foundry Co., 
Ohio Valley et al. 
Unreasonable charges on moulding sand, from vicinity of San- 
-_. Ind., to Cleveland, Tenn. Asks rates for future and repara- 
tion. 
. 21712. National Steel Barrel Co., Cleveland, O., vs. Pennslyvania. 
Unreasonable rates on steel oil tanks, from Cleveland, O., to 
Rochester, Pa. Asks rates for future and reparation. 
. 21713. Newark Paraffine & Parchment Paper Co., Newark, N. J., 
vs. Lehigh Valley et al. 
Unreasonable rates and charges on wrapping paper, from For- 
os Castle, Pa., to Newark, N. J. Asks rates for future and repara- 
tion. 


Cleveland, Tenn., vs. Evansville & 


COTTON BELT HIGHWAY TRANSPORT 


The operation of highway motor coaches of the South- 
western Transportation Company, paralleling the lines of the 
Cotton Belt Railway, has been announced by D. W. Russell, 
general manager, from headquarters in Little Rock. 

In Arkansas the service includes schedules between Little 
Rock, England, Stuttgart, DeWitt, Gillett, Pine Bluff, Fordyce, 
Camden and Texarkana. Further service between Jonesboro, 
Ark. and Malden, Mo., will begin December 15. For the present 
no service will be operated between Stuttgart and Jonesboro, 
but will be inaugurated as soon as road conditions warrant. 

The Southwestern Transportation Company, a subsidiary of 
the Cotton Belt, also has acquired the franchise and equipment 
of the Arkansas Motor Express Company, and has instituted 
motor truck service carrying mail, baggage, express and freight 
on the highways between all points where motor coach passenger 
service is provided. Contracts for carrying mail between Little 
Rock and those points were secured, and a fleet of 16 fast trucks 
was ordered to make the service rapid:and dependable. 


COAL PRODUCTION AND SHIPMENT. 


Total production of soft coal the week ended November 24 
was estimated at 10,975,000 net tons by the bureau of mines of 
the Department of Commerce, an increase of 51,000 tons over 
production for the preceding week. Anthracite production was 
estimated at 1,920,000 net tons, an increase of 197,000 net tons 
over the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended November 25 totaled 1,008,334 net tons, and 
anthracite shipped from Lake Erie ports totaled 54,276 net tons. 

Tidewater bituminous coal shipments the week ended No- 
vember 24 were reported as follows: From Hampton Roads, 
437,337 net tons, of which 275,359 were for New England 
delivery, and from Charleston, S. C., 10,504 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended November 10 were 
reported as follows: Bituminous, 2,670 cars; anthracite, 4,090 
cars. 
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Do You Know n.«.-- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
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, La, . 
fon Philadelphia, Pa., and Houston, Tex. 
New SAILINGS: 

4. From Philadelphia . . Wednesdays and Saturdays 

nr From Houston... .... Mondays and Thursdays 

le & Low Rates Quick Dispatch Thru Package Cars 






GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 
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Pool Car Distribution — Prompt and Intelligent Service 


ht SAINT LOUIS, MISSOURI 
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IMPORT 


Pool Car Distributors New ¥. k Cent ral R.R. Co. 
: rc sg een P. O. Box 780, BROOKLYN, N. Y. New York, New Haven & 
| Valuable Products Over 150 Heavy Duty Trucks in Operation =e 





THE TRAFFIC WORLD 





Get the facts! 


LITTLE ROCK, ARK. | 





THE MOTOR HAULAGE COMPANY, Inc. Strgu2ts* 


NEW YORK CITY, N.Y. 






PANAMA MAILS. 8. CO. 


Fast Freight and Passenger Service 
Scheduled Fortnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From Los Angeles 
San. 


Jan. 19 
Feb. 2 
Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, San 
Juan del Sur, Cristobal (Panama), Buenaventura, Puerto, 
Colembia, and 


Trans-Shipment at Panama for South America and European Ports 
rough rail export bills of Bag > issued in transcontinental 
territory via San Francisco and ol. B harbor honored to all 
West Coast Mexican and Central American ports. 


—— 
2 Pine Reert, Sip Fence, OF 
ring St., Les Angeles, Cal. 
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0 S. Dearborn St., Chicage, Ill. 
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The growing importance of Dallas and the South- 
west market makes the following reports extremely 
valuable to the traffic executives of expanding 
organizations in all lines—write for any or all of 
them you wish: 1. Market Map of the Southwest. 
2. The Southwest—Six Billion Dollar Market. 
3. Dallas—Distribution Center. 4. Industrial Sur- 
vey of Dallas. 5. Dallas as a City in Which to 
Live. 6. The Growth of Dallas. 7. Texas Corpo- 
ration Laws. INDUSTRIAL DALLAS, Inc., 1148 
Chamber of Commerce Building, Dallas. 
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A Modern Warehouse 
WITH 


Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a sto capac- 
ity of 1,900,000 cubic feet, but also light airy “bffices with ample 
room for display of Lae any advertis sing material and so on. 
Equipped with every modern loading unloading device and 
enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 
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THE TRAFFIC WORLD 


Vol. XLII, No, 9 


Docket of the Commission 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the fast issue of The Traffic World. Cancel- 
latiens and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 10—Washington, D. C.—Examiner Fuller: 
11214—Application of U. S. Steel Products Co. et al. under provisions 
of Section 5 of the Interstate Commerce Act in connection with 
= cilia and operation of steamer lines through the Panama 
nal. 
December 10—Washington, D. C.—Examiner Harraman: 
21018—Edmund D. Codman vs. B. & M. R. R. et al. 


December 10—New York, N. Y.—Examiner Colvin: 
21309—Christian Feigenspan, a corporation, vs. Erie R. R. 
December 10—Washington, D. C.—Examiner Sullivan: 
* Finance No. 651 onstruction and acquisition of lines by Algers, 
Winslow & Western Ry. 
December 10—Evansville, Ind.—Examiner McAuliffe: ; 
1. & S. 3172—Absorption of Chicago & Eastern Illinois Ry. Co.’s Re- 
ciprocal Switching Charges at Evansville, Ind. 
1. & S. 3195—Reciprocal Switching Charges at Evansville, Ind. 
* |, & S. 3195 (1st supplemental order)—Reciprocal switchnig charges 
at Evansville, Ind. 
December 10—Traverse City, Mich.—Examiner Matson: 
21380—Chamber of Commerce, Traverse City, Mich., et al. vs. C. & 
N. W. Ry. et al. 
20987—Johnson-Randall Co. et al. vs. A. A. R. R. et al. 


December 10—Toledo, O.—Examiner Later: 
19070—National Supply Co.-Midwest vs. C. C. C. & St. L. Ry. et al. 
(further hearing). 


December 10—Los Angeles, Calif.—Examiner Flynn and Way: 
20867—San Antonio Meat Co. et al. vs. D. & R. G. W. R. R. et al. 
(Further hearing.) 
December 10—Meridian, Miss.—Examiner McChord: 
21172—Brannon Coal Co. et al. vs. Sou. Ry. et al. 


December 10—Shreveport, La.—Examiner White: 
Fourth Section Application No. 13538, filed by La. & Ark. Ry. 
December 10—Washington, D. C.—Examiner Harris: 

1. & S. 3196—Roofing and building materials between points in Trunk 
Line and New England territories and points in Central territory, 
also between Cincinnati, O., and Covington and Newport, Ky. 

December 11—Boston, Mass.—Examiner Wilson: 
21418—New England Waste Co. vs. B. & M. R. R. et al. 


December 11—Shreveport, La.—Examiner White: 
Fourth Section ———— 13258, filed by La. Ry. & Navi. Co. of 
Tex. Relief authorized by Fourth Section Order No. 9676. 
Fourth Section Apolication 13325, filed by La. & Ark. Ry. Relief 
authorized by Fourth Section Order No. 9752. 
Fourth Section Application No. 13334, filed by Tex. & New Orleans R. 
R. Relief authorized by Fourth Section Order No. 9778. 


December 11—New York, N. Y.—Examiner Colvin: 
21451—Alberene Stone Co. vs. Sou. Ry. et al. 


December 11—Meridian, Miss.—Examiner McChord: 
21348—Meridian Traffic Bureau et al. vs. A. G. 8S. R. R. et al. 
21352—Meridian Traffic Bureau for Meridian Compress and Ware- 
house Co. vs. Nor. Ala. Ry. et al. 


December 11—Fostoria, O.—Examiner Later: 
21387—The Seneca Wire & Mfg. Co. vs. N. Y. C. & St. L. R. R. et al. 


December 12—Indianapolis, Ind.—Examiner Molster: 
* Finance No. 5232—Abandonment of lines by Central Indiana Ry. 


December 12—St. Louis, Mo.—Examiner McAuliffe: 
1. & S. 3144 (and 1st supplement)—Petroleum and petroleum prod- 
— em Oklahoma to Gulf ports for export and coastwise move- 
ment. 


December 12—New York, N. Y.—Examiner Colvin: 
21594—-Davies & Thomas Co. vs. C. R. R. of N. J. et al. 


December 12—Boston, Mass.—Examiner Wilson: 
21291—-Mystic Iron Works vs. N. Y. N. H. & H. R. R. et al. 


December 12—Columbus, Ga.—Examiner Hill: 
21204—Lanett Bleachery and Dye Works vs. D. S. S. & A. Ry. et al. 


December 12—Los Angeles, Calif.—Examiners Flynn and Way: 

21 uthwestern Engineering Corp. vs. A. T. & 8. F. Ry. et al. 
December 12-13—Argument at Washington, D. C.: 

18715—Baltimore Chamber of Commerce vs. A. A. R. R. et al. 


December 13—Washington, D. C.—Examiner Sullivan: 

* Finance 6920—Application Detroit, Toledo and Ironton for authority 
to acquire control of Detroit and Ironton, including the Ford 
Transportation Company under an operating license. 

* Finance 6921—Application Detroit, Toledo and Ironton for certificate 
of public convenience and necessity authorizing operation of lines 
of railroad of Detroit and Ironton, 

* Finance 6922—Application Detroit and Ironton for authority to issue 
certain securities. 


December 13—St. Louis, Mo.—Examiner McAuliffe: 
21369—-Texas Cement Plaster Co. vs. M. K. & T. R. R. of Texas. 


December 13—New York, N. Y.—Examiner Colvin: 
20995—-Kistler Leather Co. vs. B. & O. R. R. et al. 


December 13—Kansas ar: Mo.—Examiner White: 
Fourth Section Application 13499, filed by E. B. Boyd, agent. 


December 13—Los Angeles, Calif.—Examiners Flynn and Way: 
21244—Globe Grain & Milling Co. vs. A. T. & S. F. Ry. et al. 
December 13—Sandusky, O.—Examiner Later: 

21430—Hinde & Dauch Paper Co. vs. A. C. & Y. Ry. et al. 

14865—The Hinde & Dauch Paper Co. vs. C. C. C. & St. L. Ry. 
et al, (further hearing). 

December 13—Washington, D. C.—Examiner Molster: 

Finance No. 6920—Application, D. T. & I. R. R. for authority to 
acquire control of the D. & I. R. R., including the Ford Trans- 
portation Co., under and operating license. 

Finance No. 6921—A pplication, D. T. & L. R. R. for a certificate of 
public convenience and necessity authorizing the’ operation of 
the lines of railroad of the D. & I. R. R. 


December 14—Topeka, Kans.—Examiner Carney: 
* |. & S. 3199—Combination rule on live stock in Western Trunk Ling 
territory. 
December 14—St. Louis, Mo.—Examiner McAuliffe: 
21392—-Texas Cement Plaster Co. vs. M.-K.-T. R. R. of Texas et gj 
21456—Independent Paper Stock Co. vs. C. & A. R. R. et al. ; 
December 14—New York, N. Y.—Examiner Colvin: 
21551—-The Goldschmidt Corp. vs. Penna. R. R. et al. 
wy (and Sub. 1 and 2)—Federated Metals Corp. et al. vs. Bg 


. R. R, et al. 
21478—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 


December 14—Pittsburgh, Pa.—Examiner Matson: 
21358—American Tar Products Co. vs. A. G. S. R. R. et al. 


December 14—Los Angeles, Calif.—Examiners Flynn and Way: 
21564—Shaw Brothers et al. vs. Apache Ry. et al. 
December 14—Argument at Washington, D. C.: 
17837—-City of Oswego, N. Y., vs. B. & O. R. R. et al. 
10245—Wilbur Lumber Co. et al. vs. Director General, as agent, 
A. T. & S. F. Ry. et al. 
11218—Wilbur Lumber Co. et al. vs. Director General, as agent, 
P. Cc. C. & St. L. R. R. et al. 
—,*- C. Mintzlaff et al. vs. Director General, A. T. & S. F, Ry, 
et al. 


December 14—Cordele, Ga.—Examiner Hill: 

21469—-South Georgia Traffic Bureau, complainant for Irwin County 
Chamber of Commerce, et al. vs. A. G. S. Ry. et al. . 

Portions Fourth Section <o~enes Nos. 542, 1024 et al. 

21470—South Georgia Traffic Bureau, complainant for Read Phos- 
phate Co., vs. A. B. & C. R. R. et al. 

Portions Fourth Section Appi. 1625, 1780 et al. 

21471—-South Georgia Traffic Bureau on behalf of Read Phosphate 
Co. va. A. B. & C. RK. R. ot al. 

* 20718—South Georgia Traffic Bureau, Tifton, Ga., for F. C. Burnett, 
wa. A, C. da B..R. ot al. 

* Portion Fourth Section Applications 703, 1530 and 2045. 

December 15—New York, N. Y.—Examiner Colvin: 

* 1. & S. 3201—Boards, binder, box, chip, paper stock, straw and 
aes, from Whippany, N. ¥., to points in New England 
states. 

December 15—St. Louis, Mo.—Examiner McAuliffe: 

1. & &. 3171 (and ist and 2nd supplement)—Cancellation of joint 
through rates via A. & S. R. R. 


December 15—Chicago, Ill._—Examiner McGrath: 
21375—American Salt Corp. et al. vs. A. T. & S. F. Ry. et al. 


December 15—Argument at Washington, D. C.: 
= — Sub. 1)—Tidal Refining Co. et al. vs. A. T. & S. F. Ry. 
et a 
15620—The Carter Oil Co. vs. . & S. F. Ry. et al. 
16803—-Skelly Oil Co. vs. A. T. . F. Ry. et al. 
19608—Skelly Oil Co. vs. A. T. . F. Ry. et al. 
19829—-The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 
19891—-The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 
ey _— Sub. 1)—Chestnut & Smith Corp. et al. vs. A. & R. R. R. 
et al. 
December 15—Pittsburgh, Pa.—Examiner Matson: 
12596—-Pressed Steel Car Co. vs. Director General, as agent, B. & 
O. R. R. et al. (further hearing). 
December 15—Cleveland, O.—Examiner Later: 
Il. & S. 3190—Restriction of class rates on Cotton Factory Products 
from Southern to C. F. A. territories. 


December 17—St. Louis, Mo.—Examiner Taylor: 

1. & §S. 3130—Consolidated Southwestern Cases (portion involving 
rates on pipe, riveted, steel or wrought iron, etc.) 

13535—Consolidated Southwestern Cases (portion respecting rates 
on pipe, riveted, steel or wrought iron, etc.) 

14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

15463—St. Louis Chamber of Commerce vs. A. & R. R. R. et al. 


December 17—St. Paul, Minn.—Director Bartel: 
21107 (and Sub. 1)—City of St. Paul vs. C. B. & Q. R. R. et al. 


December 17—Washington, D. C.—Examiner Sullivan: 
21517—Middle Creek R. R. Co. vs. B. & O. R. R. et al. 


December 17—Cleveland, O.—Examiner Later: 
21344—Morse Rogers Steel Co. et al. vs. N. Y. C. R. R. et al. 


December 17—St. Paul, Minn.—Director Bartel: 
20921—-City of St. Paul vs. C. M. St. P. & P. Ry. et al. 


December 17—Waterbury, Conn.—Examiner Wilson: 
Manufacturers’ Foundry Co. et al. vs. Penna. R. R. et al. 
21136—The Manufacturers’ Foundry Co. vs. N. Y. N. H. & H. R. R. 


December 17—Pittsburgh, Pa.—Examiner Matson: 
21332—Advance Bag & Paper Co., Inc., et al., vs. B. & O. R. R. 


et al. 
21306—Champion Coated Paper Co. et al. vs. A. G. S. R. R. et al. 


December 17—Argument at Washington, D. C.: 
17400—Appalachian Power Co. et al. vs. N. & W. Ry. 
19413—The East Rochester Assn. vs. B. & O. R. R. et al. 

* 18820—Chase & Co. vs. A. C. L. R. R. et al. 

* 19759—L. E. Holloway & Co. vs. A. B. & A. Ry. et al. 


December 17—Valdosta, Ga.Examiner Hill: 
21081—-Valdosta Traffic Bureau vs. G. S. & F. Ry. et al. 
21269—Owl Creek Phosphate Mining Co. vs. A. C. L. R. R. et al. 


December 18—Washington, D. C.—Examiner Davis: 

* Finance No. 7229—Joint Application of Mountain States Telephone 
& Telegraph Co. and Otto Schulz for a certificate that the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the 
telephone properties of said Otto Schulz will be of advantage to 
— =e to whom service is to be rendered and in the public 
nteres 

* Finance No. 7276—Joint Application of Mountain States Telephone 
& Telegraph Co. and the Uintah Telephone Co. for a certificate 
that the acquisition by the former company of the properties of 
the latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

December 18—Cleveland, O.—Examiner Later: 

21553—The Grabler Mfg. Co. vs. Erie R. R. et al. 
21536—The Federal Foundry Supply Co. vs. C. B. & Q. R. R. 
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BEFORE THE INTERSTATE COMMERCE COMMISSION 
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BALTIMORE, MD. HAMMOND, IND. 
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POOL CAR DISTRIBUTORS 








Cold Storage t=: General Storage 
Pool Car Distribution—Forwarding—Rigging Quick Service. Low Rates 
BALTIMORE TRANSFER CO., neon ene Veeppn ee 5... THe GREAT LAK LAKES WHSE. CORP. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
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December 18—Birmingham, Ala.—Examiner McChord: 
21122—-Stokely Bros. Co. vs. A. & R. R. R. et al. 
December 18—Terre Haute, Ind.—Examiner McAuliffe: 
oy of ae Bituminous Coal Operators’ Assn. vs. B. & O. R. R. 
e R 
December 18—Argument at Washington, D.. C.: 
18187—Transportation of Strawberries in C. L. lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina, and Virginia 
to points in Official Classification territory. 
December 18—Phoenix, Ariz.—Examiners Flynn and Way: 
21443—Sodium Products Corpn. vs. A. & S. Ry. et al. 
December 18—Waterbury, Conn.—Examiner Wilson: 
ware ate ° wrap ag Farrell Foundry & Machine Co. vs. B. & M. 
. et al. 
December 19—Terre Haute, Ind.—Examiner McAuliffe: 
21460—Terre Haute Malleable & Mfg. Co. vs. C. & E. I. Ry. et al. 
December 19—Washington, D. C.—Examiner Weems: 
19696 (and Sub. 1 and 2)—Bedford Pulp & Paper Co. vs. C. & O. 


Ry. et al. 
19696 (Sub. 3)—Buena-Vista Extract Co. et al. vs. C. & O. Ry. 
December 19—Argument at Washington, D. C.: 
19637—Alton Brick Co. et al. vs. A. & E. R. R. et al. 
19960 (and Sub. 1)—Texas Co. vs. A. T. & S. F. Ry. et al. 
20158—Panhandle Oil Co. of Arizona vs. A. T. & S. F. Ry. et al. 
oo a Association of Commerce et al. vs. A. & N. C. R. R. 
e 
December 19—Jacksonville, Fla.—Examiner Hill: 
| S$. 3183—Naval Stores from South Atlantic Ports to Canadian 
destinations. 
21280—Gamble & Stockton Co. vs. A. C. L. R.-.R. et al. 
December 19—Phoenix, Ariz.—Examiners Flynn and Way: 
20902—-Apache Powder Co. vs. A. T. & S. F. Ry. et al. 
December 20—Washington, D. C.—Examiner Sullivan: 
21177—Chemical Lime Co. et al. vs. Penna. R. R. et al. 
December 20—Indianapolis, Ind.—Examiner McAuliffe: 
21374—-Dixie Sales Co., Inc., vs. A. & R. R. R. et al. 
December 20—Argument at Washington, D. C.: 
19890—U. S. Phosphoric Products Corp. vs. B. A. & P. Ry. et al. 
20406—Virginia-Carolina Chemical Corp. vs. B. A. & P. Ry. et al. 
20190—Armour Fertilizer Works vs. B. A. & P. Ry. et ak 
20503—Gordon Candy Co. et al. vs. B. & O. R. R. et al. 
20504 (and sub. Nos. 1 to 4, incl)—Minnesota Valley Canning Co. 
vs. C. & N. W. Ry. et al. 
Valuation No. 1065—In re tentative valuation of the property: of the 
Terminal R. R. Assn. of St. Louis et al. 
Valuation No. 1037—In re East St. Louis Connecting Ry. 
Valuation No. 1042—In re St. Louis Transfer Ry. 
er No. 1057—In re St. Louis Merchants’ Bridge Terminal Ry. 
et al. 
December 20—Jacksonville, Fla.—Examiner Hill: 
21060—Baker & Holmes Co. vs. Penna. R. R. et al. 
1. & S. 3193—Citrus fruits and vegetables in mixed carloads from 
Florida to interstate points. 
December 20—Louisville, Ky.—Examiner McChord: 
21439—Woodford Spears & Sons et al. vs. C. B. & Q. R. R. et al. 
December 20—Phoenix, Ariz.—Examiners Flynn and Way: 
20549 (and Sub. 1)—Concha Live Stock Co, et al. vs. A. T. & S. F. 


Ry. et al. 
20549 (Sub. 2)—Arizona Wool Growers’ Assn. et al. vs. A. T. & S. 
F. Ry. et al. 


CONDITION OF EQUIPMENT 

Locomotives in need of repair on the Class I railroads on 
November 15 totaled 8,789, or 14.9 per cent of the number on 
line, according to reports filed by the carriers with the car 
service division of the American Railway Association. This was 
an increase of 612 compared with the number in need of repair 
on November 1, at which time there were 8,177, or 13.9 per cent. 
Locomotives in need of classified repairs on November 15 totaled 
4,761, or 8.1 per cent, an increase of 347 compared with Novem-. 
ber 1, while 4,028, or 6.8 per cent, were in need of running re- 

s 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First in- 
sertion, $1 per line; minimum charge $3; succeeding insertions, per 
line, 80 cents; 10 words to the line; numbers and abbreviations counted 
as words; 6 point type; payable in advance. Answers to keyed ad- 
vertisements forwarded free of ore and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
Street, Chicago, Ill. 














POSITION WANTED—As traffic manager or assistant with in- 
dustrial firm; college and La Salle graduate, nine years’ experience 
in sales, shipping and traffic, 36 years old, now employed, best of ref- 
erence. Address J. D. 68, care Traffic World, Chicago, Ill. 


POSITION WANTED—As traffic manager or assistant, ten years’ 
transportation experience, age 29, special training in traffic, am- 
bitious, married, west preferred, now employed. Address D. V. S., care 

raffic World, Chicago, Ill. 
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pairs, an increase of 265 compared with November 1. 
railroads on. November 15 had 5,234 serviceable locomotives I 
storage compared with 4,958 on November 1. a 
Class I railroads on November 1 had 138,333 freight 

in need of repair, or 6.2 per cent of the number on line, aggg 
ing to reports filed by the carriers with the car service division 
of the American Railway Association. This was an increage 
95 cars above the number reported on November 1, at waa 
time there were 138,238 cars, or 6.2 per cent. Freight Cars | 
need of heavy repair on November 15 totaled 102,393, or 44 
per cent, a decrease of 69 compared with November 1, y 
freight cars in need of light repairs totaled 35,940, or 14 De 
cent, an increase of 164 compared with November 1. ; 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the Week 
ended December 1 totaled 14,592 cars, as compared with 169) 
cars (revised) the preceding week and 14,735 cars in the cm 
responding period of 1927, according to the Bureau of Agri. 
cultural Economics of the Department of Agriculture. Ship. 
ments were reported as follows: 


Apples, 2,445 cars; imports, 3 cars; carrots, 237 cars; cabbage, 6 
cars; cauliflower, 271 cars; celery, 546 cars; cucumbers, 9 cras; ape. 
fruit, 979 cars; imports, 3 cars; grapes, 376 cars; green peas, Pca 
importers, 9 cars; lemons, 165 cars; lettuce, 911 cars; miscellaneoys 
melons, 16 cars; mixed citrus fruit, 303 cars; mixed vegetables, 34; 
cars; imports, 5 cars; mixed deciduous fruit, 11 cars; onions, 414 cars. 
oranges, 2,245 cars; imports, 3 cars; pears, 99 cars; peppers, 4 cars: 
spinach, 197 cars; otras beans, 54 cars; imports, 1 car; sweet potatoes, 
403 cars; tomatoes, 118 cars; imports, 51 cars; potatoes, 3,200 cars 
imports, 28 cars. 


LEONARD’S GUIDE 
NRE RRR RR MERE §— IRI NaS 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from J. C. C. BLDG. 
BREAKSINNER 1727 Penna. Avenue N. W. 


Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload OOL CAR DISTRIBUTION 


Capacity ee ee 


| Grooxs TERMINAL WAREHOUSES | 


CHICAGO, ILL. KANSAS CITY, MO. 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Brid rt, New 
WESTERLY from ch; Cor 








London and Norwich, Conn. 
t Cc. F. A., Ww. g 7 Inter-Mountain, 
O South and Southwest 


coocee STORE BOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 


INC., Pier 32 E. R., New York City, =®**=S$7 5, Fuchs. 
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The Interna- 
tional Speed 
Truck line offers 
a wide choice of 
bodies and 
equipment. 
Each body is 
designed to con- 
tribute the ut- 
most in service, 
appearance and 








utility. 


Announcing Important Improvements 
in INTERNATIONAL Speed ‘Trucks 


ef4-Wheel Brakes Now on Every Model for Safety}o 





Always in the front rank in truck 
engineering, the International 
line of Speed Trucks is now 
offered with important improve- 
ments throughout, in design and 
construction. 


Greater economy in operation, 
roomier bodies, new cabs, greater 
driving ease, fuel and air cleaners, 
longer and stronger frames. The 
same reliable spring suspension as 
before, and four-wheel brakes on 
every model! One of the examples of 
International advanced engineering 


is the Six-Speed Special — the only 
Heavy-Duty Speed Truck built with 
6 speeds forward and 2 reverse. 


Capacities range from %4-ton to 
2 tons, and all 1%, 1% and 2-ton 
models are available with either 4 or 
6-cylinder engine. There are bodies 
for every kind of work a truck must 
do, from economical excavation to 
delivery de luxe. There is speed for 
good going, plenty of power for 
bad, and sturdy stamina to stand up 
under every load. Trucks easy to 
ride and drive, easy to look at, easy 
to like! 


And every International Speed 
Truck is all truck —snot a rebuilt 

senger car in the line, Every one of 
them is built for work—and famous 
for it. And they are better trucks 
now than ever! 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. of America 


INTERNATIONAL 
"RRR," 


Chicago, Illinois 


These NEW- Improved 
models now on display! 


THE SPECIAL DELIVERY is a speedy 
and sturdy %-ton truck, of 124-inch 


wheelbase, and admirably adapted for 
most any light-haul requirement. 

THE SIX-SPEED SPECIAL is a 1-ton 
job with 6 speeds forward and 2 reverse. 
A speed for every need: power for every 
emergency. 

Model §S is a general-purpose truck for 
regular hauling and delivery of 1%-ton 
loads. Supplied with either 4 or 6-cylinder 
engine. 

Model SF-34, 4-cylinder, and Model SF- 
36, 6-cylinder engine. Both of 1'4-ton 
capacity. 

Model SF-46, 2-ton capacity, with 6- 
cylinder engine and 4 forward speeds. 
Models SD-44 and SD-46 (4 and 6-cylin- 
der). Heavy-Duty Speed trucks, especially 
designed for dump and trailer work. Four- 
speed transmission and cantilever rear 


springs. 


In addition to the Speed Trucks, the 
International Line also includes 
Heavy-Duty trucks ranging from 
2'-ton to 5-ton sizes, Motor Coaches, 
and McCormick-Deering Industrial 
Tractors. All are sold and serviced 
by 169 Company-owned branches 
throughout the United States and 
Canada, and dealers everywhere. 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 












i Great Northern Railway 


and From and to St. Paul, Minneapolis, Duluth, Superior, 
ei Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 
ut. Tacoma, Portland and intermediate points—with 
and through daily merchandise cars to Pacific Northwest 


and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental {imited 


Between Seattle and Chicago Without Change of Cars 


H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. St. Paul, Minn. 

H. G. Dow T. J. Shea 


Eastern Traffic Manager Asst. General Freight Agent ; 
New York City 105 W. — St., Room 620, : - pes es 0 eee 
j ill , Pe & 






‘hicago, IIL. 
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“THE EMBLEM OF GOOD SERVICE” 


The 
PROSPERITY OF BUSINESS DEPENDS LARGELY 
UPON EFFICIENT TRANSPORTATION SERVICE 


Nickey. Wate Roap 


is one of the main transportation arteries, serving 
directly the vast producing, manufacturing and dis- 
tributing sections east of the Mississippi and between 
the Ohio River and Great Lakes. 


Fast Freight schedules to Atlantic seaboard, special- 
izing in perishables, dairy, merchandise, livestock and 
other high class traffic. : 


A HIGHLY DEVELOPED 
FAST FREIGHT and PASSENGER ROUTE 


BETWEEN 


Cleveland New York Chicago St. Louis Pestria 
Indianapolis Toledo Detroit Buffalo 
and Intermediate Points 


DIRECT CONNECTIONS 


AT WESTERN GATEWAYS PROVIDE A 
THROUGH FAST ROUTE TO THE WEST, 
NORTHWEST, SOUTH AND SOUTHWEST 


Ship and Travel | 


% 
® Nickes Ware Roap 
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(Continued from Dec. 8th issue) 
CHAPTER XIII. 


First Equipment Placed on Rails. Central 
Pacific Begins Operation as a Rail- 
road. First Revenue. 


While Crocker was driv- 
ing the construction the 
locomotives and cars 
shipped from the east in 
“knocked down condition” 
were being put together at 
the Sacramento shops. 

The “Sacremento Union” 

of November 7, 1863,. under the heading 
“Steam Up” has this item: “Yesterday 
afternoon steam was gotten up in the 
locomotive “Governor 
Stanford” at the Foot of 
I Street. The engine 
could not be set in mo- 
tion because it has not 
yet been placed on the 
track. On Monday 
morning it is expected 
to go to work hauling 
iron over the track.” 

November 10 the 
“Union” notes the start- 
ing of the first locomo- 
tive on the Central Pa- 
cific. To celebrate it “a 
salute was fired of 
thirty-five guns from a 
new twelve-pounder 
bought by W. Siddons.” 

At that time two miles 
of track had been laid. 
It had been intended 
that a delegation of 
State officers, bankers, 
editors and other prom- 
inent citizens should be 
given the first ride, but 
the small boys of Sac- 
ramento beat the dignitaries to it and 
when the “Governor Stanford” puffed into 
view the locomotive was merely the core 
supporting a wriggling mass of cheering 
youngsters. Something went wrong with 
the machinery when the dignitaries got 
aboard and their trip did not take place. 
By 8 o’clock at night, however, the loco- 
motive was in full working order “and 
made a number of trips as far as 16th 
Street, crowded with cheering passen- 
gers.” 

The “Sacramento Union” of December 
4, 1863, criticized the announcement in 
a Kansas newspaper that 40 miles of the 
eastern division of the Pacific railroad 
(Leavenworth, Pawnee & Western Rail- 
road or Kansas Pacific) had been graded 
and that the road “is going towards the 
Pacific at the rate of a mile a day.” 

The Leavenworth, Pawnee & Western 
Railroad was authorized to build, as part 
of the Pacific Railroad, from the Missouri 
River at the mouth of the Kansas River 
as far east as the 100th meridian. It 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


was absorbed later by the Union Pacific. 


As a matter of fact ground for the 


Union Pacific had just been broken at 
Omaha. It took all the money in the 
treasury to pay for the celebration and 
it was almost a year later, after the 
Pacific Railroad Act had been amended, 
before construction on the Union Pacific 
actually began. 

The “Union” seems to have had an 
inkling of this. Read this: “In Cali- 
fornia’ something handsomé has been 


done in getting the Pacific Railroad‘ 


under way, but we do not pretend to 
be pushing ahead as they profess to 
be doing in Kansas. 
miles or so the railroad company here 
is compelled to begin the ascent of the 


SOUTH ERN PACIFIC LINES. 


@ OFF LINE AGENGIES 
@ GATEWAYS 





dreaded Sierra Nevada. The heavy and 
costly work here is encountered at the 
very start. Here we must transport iron 
and rolling stock some 20,000 miles, but 
even in the face of these difficulties the 
Central Pacific has within eleven months 
purchased iron and rolling stock for 70 
miles, the grading is finished for 18 
miles, a splendid bridge built over the 
American River, iron is laid for a mile 
beyond the bridge and by the first of 
January, 1864, unless iron on shipboard is 
detained beyond all calculation, the road 
will be in running condition 18 miles.” 

The Central Pacific reached Roseville 
February 29, 1864. There it connected 
with the California-Central Railroad and 
within two months started to operate as 
a railroad. 

The “Sacramento Union” of April 26, 
1864, tells this story: 

“The first trip over the Pacific Railroad 
for the purpose of carrying passengers 
was made yesterday. The company had 
advertised to run at stated hours and 


(Advertisement) 


Within a dozen - 
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accordingly at 6:15 o’clock the locomo. 
tive ‘Governor Stanford’ with a number 
of passengers left the foot of J Street, 
The time made by yesterday’s train was; 
From Sacramento to Folsom, 26 miles, 
59 minutes; from Folsom to Sacramento, 
50 minutes; from Sacramento to Rose. 
ville, 18 miles, 39 minutes; from Rose. 
ville to Sacramento, 33 minutes.” 

In the annual report of 1864 may be 
found the official record of the Central 
Pacific Railroad Company’s first activi- 
ties. 

E. H. Miller, Jr., secretary of the com- 
pany, notes that the track was completed 
from Sacramento to Roseville April 26, 
1864, and that from that date trains were 
run daily over the 18 miles of road. 

He continued: “Lit- 
tle freight, however, 


til the 10th of the fol- 
lowing June, when it 
was opened to Newcas- 
tle, 31 miles from Sac- 
ramento, and regular 
freight and passenger 
trains commenced run- 
ning to that point.” 

The passenger rev- 
enue from April 26, 
1864, to April 30, during 
which time 298 passen- 
gers were carried, was 
$354.25. This was the 
first money earned by 
the Central Pacific as a 
railroad. 

From April 26 until 
the end of November, 
1864, 48,941 passengers 
were carried. The total 
passenger revenue was 
$63,403.15. For freight 
during the same period 
the company received 
$38,666.89, with an additional $1,487.50 
for the transportation of express matter 
and messengers. 


The total operating expenses for that 
period was $56,289.17, making the net 
earnings $47,268.37. 


The total passenger train mileage was 
14,016 and the freight mileage 19,468 
miles. The average speed of passenger 
trains, including stoppages, 22 miles an 
hour, the average speed of freight trains, 
including stoppages, 15144 miles an hour. 


But one accident marred the first 
seven months of operation. “Frank 
Brady, an employe of the company, in 
attempting to get on a construction train 
in motion, was injured so as to cause his 
death in a few days.” 


The men who built the Central Pacific 
soon developed definite ideas as to how 
a road should be operated. 


(To be continued in Jan. 5th issue) 
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